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Stewart’s Throttle-Valve Lever. 


This contrivance, which is represented by our engravings, of 
which tig. 1 is a plan and fig. 2 an elevation, consists of a lever, 
a, which operates a shaft, hh, on which an eccentric, }, is 
keyed. This eccentric is embraced by a strap with a lug, f, on 
the back, to which the short lever, c, is attached. To the lat- 
ter the throttle stem is connected, which is operated by the 
lever cin the usual way. The manner in which the lever is 
moved by the eccentric is also apparent from the engraving. 
The eccentric strap is cut through the lugs at e, and is clamped 
in the eccentric so as to hold itin any given position by the 
hand-screw, d. The leverage secured by the use of both the 
eccentric and the lever a enables a locomotive runner to move 
the throttle-valve with the greatest ease and steadiness, and it 
can be securely fastened in any position by the screw d. 

This arrangement can be easily attached to the usual throt- 
ile lever by simply cutting it off and attaching the end to the 
strap at f. It was first applied to engines on the Panama 
Railroad by the inventor, Mr. C. E. Stewart, who was formerly 
Master Mechanic of that line. It is now used on the Hudson 
River, Long Island, Flushing and other railroads, and the in- 
yentor has numerous letters from locomotive runners testifying 


These facts seem to me to indicate, what we are now all look- 
ing for, an increase of business, at any rate in thc railroad 
line. W. F. ZrooeRMann. 








The Process of Car-Painting. 


[ADDRESS BY BR. M’KEON, MASTER-P AND SEORETARY OF 
THE MASTER CAR PAINTERS’ ASSOCIATION, AT THE SIXTH AN- 
NUAL CONVENTION, SEPT. 8, 1875.] 


In presenting my views on the subject of car-painting, I 
shall aim to present to youa clear and eee idea of 


the principal operations connected therewith. I make no great 
profession of my ability, but I certainly should have acquired 
some knowledge, and that of a practical nature, some twenty- 


five years having been devo exclusively to the business. 
My long experience and constant a together with being 
png in contact with others of the profession, have given 
me that knowledge of the art which can only be secured by 
close attention and some study. 

I shall, in my remarks, aim to embody in as little compass 
and in as plain statements as possible the knowledge I have 
secured by py observations, dealing directly with the 
subject, and I hope that whatever ideas I advance may be of 
interest to the craft a, and aid to draw out the views of 
other members of this Association, who are better posted and 
more able to handle this subject than myself. 

I do not claim that I have arrived at perfection in car-paint 
ing, nor do I wish to be understood as professing to give in- 
struction to the experienced workman, or to lay down any new 
me or introduce new ideas for their guidance ; but we all 

ow that much may be learned and valuable information 
secured by contrasting the different modes of painting, and 
all practical car-painters will readily admit that capital ideas 
have often been advanced by those who have had but a brief 
experience in the business compared with others. We can 


or failure. The priming should be made of the t 
mixed with enve hems deol lead and good oil, ty ick: 
up from old paints which have been standing m and 


must necessarily be fat and gumm 
on a good and will havea d 
whole work. 
Special care should be exercised, both in mixing and appl 

the priming, and it should be put on very li wg that t ho 
penetrate well into the wood. Too much oil is worse than not 
enough. Good ground lead is by far the best material for the 
under coats on a car, and although I have tried other ma- 
terials for priming, yet I have failed to find anything equal to 


the lead. 
Two coats should be gan to the car before it is puttied, as 
th paint the nail-holes and plugs, as w 


for such is unfit for use 
ded tendency to spoil the 


it is best to fill well wi 
as defects in the wood, so that moisture may not secures 
lodgment which otherwise will cause putty to swell, although 
sometimes unseasoned lumber will swell the putty, and as it 
shrinks the nail remains stationary, and of course the putty 
must give way. 

PuTryIna AND LEVELING THE SuRFAce.—In mixing putty, 
which may be a small matter with some, take care to so prepare 
it that it will dry perfectly hard in eighteen hours. Use ground 
lead and japan, stiffening up witb dry lead, and whatever color- 
ing you may require in it to match your priming coats. The 
next coats, after the work is well puttied, should be made to 
dry flat andhard. Two coats should be applied, and for all or- 
dinary pone or cheap work, sand-papering is all that is, necessary 
for each coat; but when a g surface is required, I would re- 
commend one coat to be put on heavy enough to fill the grain, 
and before being set, scrape with a steel scraper. The 
surface is all that se coating and scraping with the hea 
mixture; for this coat, which we call “ filling,” I use one- 
ground jead and an good mineral which experience has shown 
can be relied on. The scraping of the panel work will fill the 
wood equal to two coats of rough-stuff, and saves a great amount 





recall to mind something gained in this way. Some, perhaps, 
will not admit that the workmen employed under their super- 
vision know any more than they do themselves, and this is 
equally as true of other trades as of painters, for I have seen 





to its usefulness in starting, stopping and regulating the speed 
of engines. They report that it 
places the throttle completely un- 
der the control of the engineer, 
avoiding slipping of the wheels, 
and reduces the labor of the run- 
ner very materially, thereby al- 
lowing him to give closer atten- 
tion to track and road signals. 

The inventor may be addressed 
to the care of the Portland Com- 
pany, Portland, Maine. 

Gontributions. 
Keeping Freight Car Mileage. 
Ente, Pa., Sept. 17, 1875. 
To THE EpITOR OF THE RAILROAD 

GAZETTE: 

Thearticle in your issue of Aug. 
14, headed “‘ Keeping Freight Car 
Mileage,” written by Mr. Grow, 
of the Central Pacific Railroad 
of California, contains food for 
thought for every progressive 
railway official in the land. The 
cost of keeping the mileage of 
freight cars has deterred many 
railway companies from attempt- 
ing it. Yet here is a company 
which has tried it and found that 
“it pays.” How many railway 
Officials honestly desire to prac- 
tice true economy by buying and 
using only the best wheels, know- 
ing that the saving in this most 
important item will materially 
affect the amount of dividends 
for the stockholders, but owing 





work spoiled, simply by the foreman in charge adhering to his 











toa want of records they do not 
know what make of wheels has 
proved best. If the managers of 
tailways would insist upon a cor- 
tect mileage being kept of the 
performance of all wheels used on their roads, they would soon 
discover that the average mileage made by the best wheels is 
#0 much greater than that of the so-called “cheap wheels,” 
that they would at once stop using any but the best. Then, 
too, they would be able to bargain with the wheel-makers to 
Pay « fixed sum per thousand miles run for wheels, and thus 
secure their companies from all loss on account of poor wheels. 


True, this would probably soon stop the manufacture of poor 
Wheels, and rapidly raise the standard of car wheels in gen- 
éral,and save hundreds of thousands of dollars to railroad 
companies. It might. interfere with those who hope to succeed 
by bribery, but the traveling public, rejoicing in greater secu- 


sity, would waste no sympathy on them. W. B.D. 








Car-Wheel Production at Ramapo. 





° Ramapo, September 11, 1875. 
To rae Eprror or THE RarLRoaD GAZETTE: 


Sojourning among these hills and mountains, I had occasion 
to visit the Ramapo Wheel and Foundry Company's Works 8 
days since, and while there I saw a large train of 20 cars 

on the company’s switch, loaded with over 880 wheels, 
‘mounting to over 220 tons, covering shipments to different 
Pérties, and as this train slowly moved off, drawn by one of 
the heavy Erie mogul engines, I could not help hoping that 
ning of better times to all the manufacturing 


this was a begin: 
‘ompanies of our country. 


system employed by this company for handling and load- 


2. wheels is very complete in all its details. On inquiry I 
that nearly all this large number of wheels were loaded 
two men in twelve working hours. 
T also learned 


Bumber 


of wheels that they made a month ago. 





that this company is now making twice the 





Fig. 2. 
STE WART’S IMPROVED THROTTLE-LEVER. 


own plan, rather than take a suggestion from the workman 
— under him. 
uch pride is not excusable. Some are always stubborn to 
admit facts, instead of being ready to examine into them; but 
it is always a wise plan to admit others’ theories and investi- 
gate them. Do not set yourself forward as perfect in your 
g, and you will in the long run acquire greater credit 
from your employers. We know that by pursuing a work on 
any subject, we are enabled to combine the experience and ob- 
servations of others with our own, and the searcher after in- 
formation will profit according! . I hope that my remarks 
may tend to draw out some one better pted than myself to 
advocate the interests of car-painters, and to give us all a little 
more light on the question of how to painta car. If any are 
here, the field is open, andI will gladly give them a hearing; 
for no one, whether he be a master-painter or working under 
instructionr, would be so unwise as to reject advice from 
another, —— latter may not be considered superior to 
to him as a workman. 

Expense or Parntine A Can.—A first-class day railway coach, 
on any of our main roads, costs, whén complete, about $6,000. 
To protect this work the painter expends from three to six 
hundred dollars. The latter figure will make a first-class job. 
The car has been —— in the wood a, and is turned 
over to the painter, who is responsible for the finish. He 1s 
expected to smooth over all rough places or defects in the wood, 
— requires both patience and cin to make the work look 


well. 
Twelve weeks should be the time allowed to paint a car, and 
it can not be done in any less time to make a good job, th 


at 
will give credit to the painter and all other parties interested 
in the construction an 


finish of the car. Too much pens 
is done in a hurry; ci or 
shop 


poe time is not given the work 
become beens ng! ardened before it is run out of the 
and consequently it 


does not always give the satisfaction i 


ould; nor can it be e 


as any succeedi 

by thepainter to the mixing and. appiyi 
6 painter e@ mixing app 

The foundation is the support, and on tha 














xpected that hurned work will be so 
oe Sy Agee as that which has the necessary time given 
it. 


The priming coat of paint on a car is of as much importance 
seooling one, and perhaps more. I have seen good 
riming by little or no ere nae om 
of the coat. 
rests your success 


of labor over the old process, when so much rubbing with —? 
dnmice stone was done. Sand-paper when the filling is 
thoroughly hard, and apply another coat of paint of ordinary 
thickness, when, after another light sand-papering, you have a 
good surfaco for your color, 

h coating on cars has gone 
almost out of use, and I believe 
that but few shops are now using 
it to anyextent, My experience 
is that paint has less tendency to 
crack where rough stuff is left off. 
I do not claim that the “ fillin 
was A. pon ao of the 
cracking, if it was properly mixed, 
but I believe the water ened in 
rubbing down a car with the 
lump pumice-stone injures the 
paint, as it will penetrate in some 
Places, more particularly around 


he moldings and plugs. 
Co.orina.—The car ef 
for the finishing color, this shoul 
be mixed with the same propor- 
tions of er as the previous 
coat, or just sufficient to have it 
dry in about the same time. A 
very great error with many car- 
painters is using a large on 
of oil in the under coats, and 
then but little, , & any, in the 


EO 








finishing coate ; a de- 
cided tendency to the un- 
der coats being more tic, I 


always aim to have color dry in 


being out a few months, or when 


aoe sees — > Ba 
nish ; a quick rubbing 
varnish on wok wal cause it to 


of the a crac! » and no 
— 8 been wholly exempt 
om this trouble. 


Japan Drrers.—The most com- 
mon = for — ae 
poor japan, w 6 the worst 
enemy that the car-painter has to 
contend with; th 4 


© greater 

of the ae that we 
too elastic, and will dry with 
a tack, and the “japan gold- 
size” we have has generally the 
same fault, although the B- 
lish “ gold-size” enerally of 
but ite high price is an objection to ite 

little more care in the manufacture of japans 
would give us a better dryer, and few would object to 
the tional cost. Japan that I have frequently had I 
found to curdle in the paint; it would not mix with it, 
but would eo in small gummy particles on the top. Work 
painted with such material cannot do otherwise than crack and 
scale, and the remedy lies only in getting a good, pure article 
of turpentine japan. 

Wuirz Leap.—In regard to using ground lead, car-painters 
differ, as some prefer to grind their ownin the shop. I use the 
manufactured lead, and my reasons for rye | so are that it is 

ony, finer than any shop can grind it with present facili- 

ies, and it has age after grinding, which improves ite quality. 
You can also get a purer lead and with more body than you 
can by grinding in the shop, which is a fact that I think most 
painters must admit; I have tested it very fully, and am con- 
vinced on this point. 

Permit me to make a few suggestions here in regard to the 
mixing of paint, which may not fully agree with others’ views, 
There is just as much paint that cracks by putting it on too flat 
as by using too much oil. I have seen some mix their 
finishing color so that it was impossible to get over a panel of 
ordinary size before it was set under the and conse- 

uently the color would rough up. Color should be mixed #0 
that it will not flat down for some time after leaving it, and then 
you have got some substance that will not absorb the varnish 
as fast as it is applied to the surface. This quick drying of color 
is not always caused by want of oil in it, but because there is 
too much japan, and a less qaaty of the latter will do better 
work and make a smoother finish. Give your color 48 hours to 
dry between coats ; I always give that time, unless it is a hur- 
ried job, and we have very few such jobs in our shop, as expe- 
rience has fully demonstrated that it is a economy to hurry 
work out of the shop before it is properly finished. 

Ons.—In car-painting, both raw and boiled oils are used, and 
good work may be done with either ; but I would recommend 
oil that is but slightly boiled in preference to either the raw or 
the boiled. After it is boiled, if it is done in the , let it 
stand twenty-four hours to settle, then strain off y ; this 
takes out all the impurities and tatty matter from the oil, and 
it will dry much better, nor will it have that tack after 
that you find with common boiled oil. Use the proper quantity 


good quality 
use. a i 
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mixing your and s good, reliable job will be 
: _ 4 would never pe neko the use 
of colors which are ground in oil, as nine-tenths of 
such colors are ground in a very inferior oil, and eo Bowed have 
been put up for oO — of time, in which case they 
become fatty, and invaria ly crack. ‘These canned colors 
and varnish do. Finishin 
all be in the shop, unless specia 
arrangements can be made with manufacturers to prepare 
color should be fresh, not over six or eight 8 
old after being mixed and open to the air. Enough may 
prepared at a time to complete the coating on a job, but when 
color stands over a week, it is not fit to use on first-class work, 
as it becomes lifeless, and has lost that free working which we 
find in fresh-mixed colors; such color may, however, be used 
upon @ cheap class of work, or on trucks, steps, &c., so that 
nothing need be wasted in the shop. 
VaRNISHING.— coats of varnish over the color is neces- 
aS ek. poem eG enter, Sho goth: renting that 
vi on the color; the quick ru ry 
oulA n not recommend, but one that will in five 
days (in food weather) sufficiently hard to rub is the 
best for durability. After striping and ornamenting the car, 
and when thoroughly washed, give a coat of medium dryin 
varnish; let this stand eight days; then rub lightly with curl 
hair or tine pumice-stone, and apply the finishing coat, which 
is “* wearing body:” this will dry in about ten days, after 
which the car may be run out of the shop. It thould then be 
washed with cold water and a soft brush, and it is then ready 
for the road. In , many will apply the varnish as heavy 
as they can possibly make it lay, when, as a consequence, it flows 
ores oy Sune 60d segs Svs ia and of course does not 
harden ° also leaves a substance for the weather to 
acton. It is better to get just enough on at a coat to make a 


even coating which will flow out smooth, and this will a 
. and will certainly wear better than the coat that is pil 
on heavy. 


V ng, we claim, can be overdone, some painters’ 
a to the contrary ate meg a We have heard of 
those who put two and a half gallons on the body of a fifty-foot 
car at one application, and we have also listened to the declara- 
tion made by a member of the craft, that he put two gallons on 
the of a locomotive-tank. Such things are perhaps possi- 
ble, may have been done, but if so, we know that the work 
never stood as well as it w if done with one-half the quan- 
tity toa coat. In a car care should be taken to 
have the surface clean : water never injures paint where it is 
used for w , and a proper attention to cleanliness in this 
respect, and in the care of brushes used for varnishing, will in- 
sure you a good-looking job. 

SuGGEstions ON REGULATION o¥ THE SHop.—Perhaps your 
shop facilities for work are none of the best, but do the 
best you can with what you have; select, if possible, a still, dry 
dey for varnishing, especially for the finishing coat. a your 
shop at an even temperature; avoid cold draughts on the car 
from doors and windows; wet the floor only just sufficient to 
lay the dust, for if too wet the dampness ine will have a 
tendency to destroy the luster of your varnish. Of course, we 
cannot always do varnishing to our perfect satisfaction, es- 
pecially where there are twenty-five or thirty men at work in an 
open shop, and six or eight cars are under the process of paint- 
ing, when more or less dirt and dust are sure to get on the work. 

suggestion might here be made to railroad managers, 
which is, that no paint-shop is complete where the entire pro- 
cess of ting and fini a car has to be done in one open 
shop. A paint-shop should be made to shut off in sections by 
sliding-doors, a of the og deny used exclusively for 
striping and ing. I know from experience that nine- 
tenths of the railroad paint-shops are deficient in this particu- 
lar, and still we are expected to turn out a clean job, no matter 
what difficulties we are compelled to labor under. Many further 
hints might be given in regard to this matter of shop facilities 
and conveni but as it is not here my object to argue the 
point, I leave it with this brief mention. 

Proper Care oF Cars.—In regard to the care of a car after 
it has left the shop, I think more attention should be given to 
this than is done on many roads. The car should not be al- 
lowed to run until it is past remedy, and the dirt and smoke 
become embedded in the varnish, actually forming a part of the 
coating, so that when you undertake to clean the car you must 
use or soap strong enough to cut the varnish before you 
succeed in remo dirt. Cars should be washed well 
with a brush and water at the end of every trip; this only will 
obviate the difficulty, and these _ ey washings will harden 
the varnish as well as increase its luster. 

We know that in w @ car, where soap is required to 
remove the dirt and smoke, it is almost impossible to get the 
soap washed off clean, and if it is not quite impossible, the hot 
sun and rain will act on the varnish and very soon destroy it. 

Cars should be taken in and revarnished at least once in 
twelve months; and if done once in eight months, this is better 
for them, and will require only one coat, but where they run 
one year they will generally need two coats. Those varnished 
during the hot months will not stand as well as if done at any 
other time. 

Painting done in extreme cold weather, or in a cold shop, is 
more liable to crack than if done in warm weather. 

Paint dried in the shop, where there is a draught of dry air 
pessing hope it, = wig better —_ that wear by ate. 

eat; you find, by giving it your attention, that 
work which has failed to prude | and ' 
was invariably painted in the winter season or in damp, wet 
weather. I have paid some attention to this matter, and know 
the result. 

In concluding these remarks, let me say to the members 
here, that more Vong organization is what is needed to 
secure good results. We must labor for this more earnestly in 
the future, and strive to enlist the interest and co-operation of 
those of our craft who may be better qualified than we are to 
explain their experiences in the matter of car-painting, so that 
we may return to our shops, after these annual meetings, with 
a store of knowledge which will be of benefit to each of us in 
the work before us, and enable us more clearly to surmount 
the difficulties which the car-painter labors under in finishing 
.. car to his full satisfaction.—From advance proofs of the 


at cracked or scaled, 








Production of Rails in the United States in 1874. 





The following statistics have been compiled from returns 
made to the American Iron and Steel Association by its Secre- 
tary, Mr. James M. Swank, and published in the Bulletin of 
the Association. They are doubtless the most complete and 
accurate attainable: 

Nineteen States made rails in 187: ainst i 
Kansas having entered the list pe meet potty 
pon Rig 874, when the Topeka Rolling Mill was put in 


c 8 was the first rolling mill in Kansas. Since 
its erection the Decatur Ro! Mill has been removed from 
Decatur, to Rosedale, Wyandotte County, Kansas, and 
there are now two rail mills in that State. A rail roll- 
ing mill has this year gone into operation at Laramie, in Wy- 
oming Territory. It is owned and operated by the Union 


Company. 
oro cso crcl de, ed Se 
i ne ons in 1873, 1,000,- 
000 tons in 1873, and 775,733 tone in 1871. The following table 





will show the States which produced rails in 1874, and the char- 
acter of the product, in net tons: 











| => i aT a ee 

la | 8 F| 

fae |g ae] 

on Le 

ae.| 2 1 Seg . | 

| 353) ° |g i998 

Re | | 
STaTEs [peepee | Pt 4 a 
4 lgow Bi ase | S5\ a | 

(Sae| 82 | o8 gay d | 

ao 2 Ce} | $a A | } 

Lon 3 ~| a @ el we a 

| i © 

eat BS) §3 a2) & | : 

A A “ n nD 
MARL cvccackeahwssscucdl “aes, atten | 14,650! | ....| 14,650 
eer eee .| 9,400! 1,000 ..| 10,400 
Massachusetts ........ ..+:| sinkel enc} ee | cece] 26,768 
BE BOE Mocccscsceccccesce 22,982) ..../ 9,505 14,007 485) 46,979 
New Jersey.......0....0005 1,300} ....| 1,123) 697) 517| 3,537 
Pennsylvania............+. 179,774| 19,732] 65,488) 1,377) $2,917 259,288 
rr coe] coe | GB,00B] ....| ooo) S008 
rrr ce] cece] cece] 8,06]) ....| ooee| 8,061 
West Virginia pel aeecl 0) oes k peeel. sesel ae 
Kentucky... 2,500' 1,150} 2,000| :...| 418] 6,068 

















Tennessee. -+| 1,200; 200) 12,293) ....| ....| 13,693 
Ohio ++} 43,320) 7,384/*29,781; 200) 1,876) 82,561 
Pcccccscetecstescese! 314; 522) 19,781) ....| ....| 20,617 
THmols..... cccccccccccesece 73,783; ....| 61,234) .... 86/ 125,103 
Bsc cccccnesscvevns coe] 630) 1,818) ....| .0--| 2,448 
PE cssccceeceessees 8,288} 840) 20,552) ....| ....| 29,680 
, errr ~ 1,500) 6,000) ....| ----| 24,017 
ee: | seve] seee| 16,676] ....| 440] 7,016 
Kaneas.........sesescccees | seve] sees 2,000} ....| ++++| 2,000 

Total......seseecceees —— —_ 323,035] 17,181] 6,739|729,413 
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ad Includes 100 tons under 40 Ibs. ne 
t Includes 2,200 tons under 40 Ibs. 
+ Includes 1,000 tons Bessemer steel street rails. 


The whole number of rail rolling mills in the United States 
in 18 74 was 91, of which 57 make heavy rails mainly, and 34 
make only light or street rails. Of the whole 91 mills, 22 made 
no rails in 1874. The product of the year was therefore 
rolled by 69 mills, and many of these ran only a part of the 
time. The capacity of all the rail rolling mills of the country 
is at least double the product of 1874, which was 729,418 net 
tons. Of the 67 mills which made rails in 1874, 7 made both 
iron and Bessemer steel rails, 1 made Bessemer steel rails 
exclusively, 2 made steel-headed rails exclusively, 2 made steel- 
headed rails and iron rails, and 1 made solid cast steel rails and 
iron rails. 

It will be observed that almost one-half of the total rail product 
of 1874 was composed of old rails rerolled. The proportion of old 
to new rails was almost exactly the same in 1873. Of the new 
rails produced in 1874, 144,944 net tons, or more than one-third 
the total quantity, were of Bessemer steel, of which further 
particulars will be found elsewhere. The product of street 
rails in 1874 was much less than in 1873, being 6,739 net tons 
in the former zen, against 9,430 tons in the latter year. 

Below is a table which shows the production of each of the rails 
making States during the past four years. In 1872 the production 
of street, mine and light rails is given in the aggregate, but in 
the other years it is incorporated with the general rail product 
of the several States. It will be seen that Pennsylvania main- 
tains her place at the head of the list, and that during 1873 and 
1874 Illinois has ranked next to her. 
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Seaums. | 1871. | 1872. | 1873. | 1874. 
~~ ar | 335,604] 419,529] 326,522) 259,283 
ea. cneciduckousacpnaapies 91,178] 106,916 136,102) 125,103 
MU eats vexe's sis soins scbnseesuwecs | 75,782} 121,923) 130,326) 82,561 
New York........ 82,457| 59,764) 46,979 
Maryland...... 26,472| 42,356) 48,008 
Wisconsin..... 37,284| 39,495) 29,680 
Massachusetts. 29,242; 34,034) 24,765 
Indiana ........ 23,893] 26,579 20,617 


OE os, n cures cs 3 14,058] 16,500! 14.650 





POT. cc cccccccsccccccccecseces 15,500} 14,020) 24,017 
rere ‘ 14,620) 13,973) 13,693 
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MORAREET ccvccccccccccccccccceces 5 | 4,000) 11,386 6,068 
EEN a> ont0n90s0e00sa0se0s00008 6,930 8,275 8,061 
Dy .<cccapenceeciisaveseceuat 9,883 4,433 2,448 
West Virginia .............002++--| 5,000) 20,100 4,000 522 
DT cc cpceenecenéodéonesqecestbatakenel bcacdnne 6,085; 10,400 
(CE ER RES | AIRE FI. leseoetel 475! 7,016 
MEAGRE occcrcccccce -ecccccccosccs |aseeeees ro Cone 2,000 





| 
| 715,738) 941,992] 890,077| 729,413 
58 








ION vs cachcencaeahscceccces | 775,733'1,000,000' 890,077} 729,413 

The total importation of new rails in 1874 was as follows: Of 
iron, 7,796 net tons; of steel, 100,486 tons; total, 108,282 tons. 
The total production was 729,413 tons, of which 144,944 tons 
were steel. The probable consumption of rails during the year 
was, therefore, 837,695 net tons, against 1,148,850 tons in 1873 
and 1,530,850 tons in 1872. The importation of old rails in 1874 
did not greatly exceed 5,000 tons. 

The following swumary will show the sources of rail supply 
during these three years, in net tons: 








Rails of all kinds. 1872. 1873. 1874. 

SN ccs Gaeheees 6deeer becuse 1,000,000 890,077 729,413 

Saas .66.60s0ccccesacceess 530,850 258,773 108,282 
Consumption... ..00ccses cece 1,530,850 1,148,850 837,605 


Our exports of rails during the pest four years have not been 
sufficiently large to affect appreciably the above figures of home 
consumption. They were as follows in net tons: 1871, 333; 
1872, 1,212; 1873, 375; 1874, 1,257. 

The statistics of our imports and exports of rolled iron other 
than rails are most satisfactory. They show since 1872 a rapid 
decline in the former, and an equally rapid advance in the lat- 
ter. The figures are as follows : 


Commercial movement of} 1871. 1872. 1873. 1874. 1875. 
rolled iron, except rails,, Net Net Net Net Net 
for five fiscal years. Tons. | Tons. | Tons. | Tons. | Tons. 











Imports of bar, boiler, 
band, hoop, sheet and 
GCFOM ITOR....cccccccees 126,263) 145,824 

Exports of bar, boiler, | 
band, hoop and sheet 
iron and cut nails and 
GIN. on0s <0 neevecstes 2,778} 2,450 3,450) 6,421) 11,722 


107,234) 44,983) 32,404 























PRODUCTION OF BESSEMER STEEL IN THE UNITED STATES IN 1874. 

The eight completed Bessemer steel establishments in this 
country were not full ——— in filling orders during 1874. 
Nevertheless, the product of the year was greater than that of 
1873. The production of Bessemer steel rails in 1874 was 144,- 
944 net tons, against 129,015 net tons in 1873—a gain of 15,929 
tons. The production of Bessemer steel rails in this country 
since 1867, when they were first made upon orders, has been as 
follows in net tons : 





WOOT. ccccccccccccccsccccvcce 2,650) 1871. ..ccccccccccccccccscecs 38, 

TBGB. 2. rrevcccccccccccccecs Fo Serre 94,070 
TBOD. cccccccccccecccvccccce O,GBD/1BTS.... weccccccccccccece oes 129,015 
BBTO....cccccccccccccccccces SEDO IBIE. ..cccccrcosescccceccces 144,044 


—_. 


1874 are as follows, in net tons : 


Tons of pig iron converted in 1874..........seeeceecesecresess 204,359 
Tons of ingots produced im 1874..........+.ss+0e0 eeeccees -« 191,993 
Tons of merchantable steel produced in 1874........s0essee++ 176,579 
Tons of rails produced in 1874...........+seeeeeeeees Poccccees 144,944 
Tons of other merchantable steel produced in 1874............ 31,636 


The 31,635 tons of merchantable steel other than rails were 
used in the manufacture of spring and bar steel, railway axles, 
crowbars and other railway tools, wagon and carriage tires, 
machinery and steamboat forgings, etc. Below is a table of 
the annual production in this country of merchantable Bessge- 
mer steel for all purposes, from 1867 to 1874, in net tons : 


eR eee nee en | IIIT CTS eee 45,000 
Boe. ahs cs saeakasakene Re: 110,500 
EE SEDMIIIUD, 5.5 6s cickaxeses oo.s5 157,000 
RE CRIS K MOMENI. ssa pkesbaccéscensedace 176,519 


The total quantity of pig iron converted by the Bessemer or 
pneumatic process was 140,404 net tons in 1872, 183,534 tons in 


1873, and 204,352 tons in 1874. 
The Edgar Thomson Steel Company, Limited, made their 
first blow on Thursday, August 26 last, started their blooming 


mill on Friday, August 27, and rolled their first rail on Wedneg- 
day, September 1. The works will at once go into full opera- 
tion. This company makes the ninth that is now engaged in 
making Bessemer steel rails in this country. The Lackawanna 
Iron and Coal Company will follow before the close of this 

ear. The foundations of the Bessemer plant of the Vulcan 
Gee Works, at St. Louis, have just been laid. 

The quantity of Bessemer steel ingots made in the United 
Kingdom during the past tive years is stated as follows, by com- 
petent authority, in gross tons: In 1870, 215,000 tons; 1871, 329,- 
000; 1872, 410,000; 1873, 496,000; 1874, 540,000. We give these 
figures for comparison with our own achievements in building 
up the Besseme™ industry, and that we may call attention to 
the fact that when the three new Bessemer establishments are 
all put in operation—making eleven in all—the capacity to pro- 
duce Bessemer steel will be as great in this country as it now is 
in Great Britain. 

The Bethlehem Iron Company and the Cambria Iron Com- 
pany have made arrangements to manufacture spiegeleisen— 
each company using one small furnace for this purpose, The 
ores to be used are obtained at present from Spain—Bethlehem 
importing from Palomares and Cambria from Carthagena. 
These ores are rich in iron and manganese, and practically free 
from phosphorus. The Bethlehem tron Company commenced 
to make spiegeleisen early in August. The quantity of spiegel- 
eisen now manufactured in this country forms but a smaill frac- 
tion of the total requirements of our Bessemer works, the rc- 
mainder being imported. A great European war or some othr 
disturbing cause may at some time interrupt the foreign sur- 
ply, and this consideration alone, if no other existed, shows the 
wisdom of the policy of making all the spiegeleisen we may 
need. But this policy cannot be fully established until we d- 
velop within our own borders the ores necessary to produce 
spiegeleisen. Bape : 

The imports of steel rails from all countries into the United 
States in the calendar year 1874 were 100,486 net tons, against 
159,571 tons in 1873, and 149,786 tons in 1872. Prior to 1872 the 
imports of steel rails were not separately classified, and there 
is consequently no record of the quantity imported. In the fo!- 
lowing table we give in net tons the production and importa- 
tion of steel rails during the past three years, the combined 
figures indicating the consumption in those years : 








1872. 1873. 1874. 
Production of Bessemer steel rails..... 94,070 129,015 144,044 
Importation of Bessemer steel rails... .149,786 159,571 100,486 
Consumption of Bessemer steel rails. . 243,856 288,586 245,430 


Thus far during 1875 we have imported very few steel rails, 
owing to the fall in prices and the increase in duties, and all 
American Bessemer works are therefore remarkably active. 
It is not improbable that we will produce this year fully 
250,000 net tons of steel rails. 

The average price in currency at which American steel rails 
have been sold at the works since the establishment of the in- 
dustry is shown in the following summary: 


WBBT occ ccccccccccccccescs $160 00 | 1871.......ceecceccccesecs $102 50 
1BBB 0... cccccccccccccccecs 158 50 | 1872... .ccecccccecccecsees 112 00 
1BBD . ce cccccccccescccccecs 132 25 | 1878.....csccecccccccceves 120 50 
1870 . cc cccceccccccccccvcs 106 75 | 1874... .cccccccccccccceess 94 26 


The prices obtained at the works thus far during 1875 have 
averaged about $75. ° 


@©eneral Mailroad Mews. 








PERSONAL. 


—It is said that Gen. Edward F. Winslow, now Receiver of 
the Burlington, Cedar Rapids & Minnesota, will retire trom tLe 
Presidency of the. St. Louis & Southeastern Company shortly, 
and will te succeeded by Gen. James H. Wilson, now Vice- 
President. Other changes are spoken of also, 

—Mr. John Anderson, who died recently in New Brunswick, )’. 
J., had been a locomotive engineer for more than 30 years, and 
had, for the whole of that long period, remained upon the same 
road, in the employ of the Camden & Amboy Company and of 
the Pennsylvania since the lease. Such long periods of service 
on the same road are not common, in this country at least. 








ELECTIONS AND APPOINTMENTS. 





European & North American.—At the adjourned annual meet 
ing in Bangor, Me., Sept. 16, the following directors were 
chosen: G. K. Jewett, Arad Thompson, W. G. Drummond, Elias 
Merrill, H. Woods, O. W. Davis, Jr., J. W. wry George k. 
B. Jackson, E. R. Burpee, James R. Ruel, Robert Kobinson, E. 
N. Skinner, E. D. Jewett. 

Milwaukee, Lake Shore & Western.—Mr. F. W. Rhinelander 
has been appointed Receiver in a suit begun by the bonds 
holders. He is President of the company. 

Ohicago & South Atlantic.—At the annual meeting in Chicago, 
Sept. 14, an entire new board was chosen, as follows: John T. 
Richardson, Delphi, Ind., and Caleb Crosswell, Chicago, to 
serve three years; Enoch Rinehart, Delphi, Ind., and Sam. 5. 
Atwater, Chicago, to serve two years; L. B. Sims, Delphi, Ind., 
Wm. 8. Haymond, Monticello, Ind., and Robert Rae, Chicage, 
to serve one year. The board elected Wm. 8. Haymond Presi- 
dent, and Robert Rae Vice-President. . 

Ohio & Mississippi.—Mr. D. H. Conklin has been sppointed 
Superintendent of the ——— Division. He was lormerly 
Superintendent of the Gilman, Clinton & Springfield road. 

Iinois Midland.—Mr. R. G. Hervey, President of the he 

any, will act as Superintendent under the Receiver, Colon 

ole. : 

Pittsburgh, Washi: & Baltimore.—At a recent mee 
ok tea beset th. John King, Jr., Vice-President of the Bal 
more & Ohio, was chosen a director of this compeny in place : 
Mr. Israel Cohen, deceased, and subs pently elected — 
in place of Mendes Cohen, resigned. . Mendes Cohen 
tains his position as a director. nett 

Nashville, Chattanooga & St. Louis.—The old a “ 
been re-elected for the ensuing year, as follows: Pr 





W. Cole; Secretary and Treasurer, R. C. Bransford; 


Full details of the Bessemer steel industry in this country in 


follc 


Anth 
Sem: 


Cum 
Bitu 


sat 


oe acoe 


1d 
ne 
of 
ce 





SEPTEMBER 25, 1875] 


THE RAILROAD GAZETTE. 


398 








Superintendent, J. W. Thomas; General Book-keeper, T. D. 
Flippen; Resident Engineer, R. C. Morris. 


Indianapolis, Peru & Chicago.—At the annual meeting in 
Indianapolis, Sept. 14, the following directors were chosen: 
Theodore P. Haughey, Wm. Henderson, David Macy, V. T. 
Malott, Indianapolis; Wm. Cutting, New York. The board 
elec officers as follows: David Macy, President; V. T. Malott, 
General Manager; L. G. Cannon, Secretary and ‘Treasurer; H. 
B. Smith, General Freight Agent; F. P. Wade, General Passen- 
ger Agent; E. C. Murphy, Superintendent of Transportation. 

Chwago Railway Construction Company.—The Superior 
Court in Chicago has appointed Bradford Hancock, Receiver, 
in a suit brought by some of the creditors. 





TRAFFIC AND EARNINGS. 


Railroad Traffic. ; 


The shipments of through freight eastward over the Central 
Pacific for August were as follows: 


1875. 1874. 








Decrease. P.c. 


San Francisco, tons.............. 3,413 4,024 611 16.2 
Interior points.............s000. 500 976 476 48.8 
tren s6s 0ceendnee 26800. 3,913 5,000 1,087 21.7 


The principal items this year were 1,171 tons wool, 897 tons 
tea, 577 tons salmon and 249 tons wine and brandy. 

The Utah Central and Southern roads report freight tonnage 
for August as follows: 


1875. 1874. Decrease. P.c. 

Utah Central, tons............... 8,863 10,718 1,855 17.3 
Utah Southern. ..........eseeeees 6,216 8,596 2,380 21.7 
a o60.0c0c08s0eces ccce 15,079 19,314 4,235 21.9 


The principal item of freight on the Central was 2,547 tons 
coal and coke; on the Southern, 2,588 tons ore and bullion. 


Qoal Movement. 


Coal tonnages for the week ending Sept. 11 are reported as 
follows : 


1875. 1874. Inc.orDec. P c. 
MSAD, os cvrcccccceesececcsss 562,659 475,153 Inc.. 86,906 18.3 
Semi-bituminous, Broad Top and 
CROMER, cc ccccccccceccccescce ORIG ccccce  ceccccececes 
PANOTIEs 00 0000004 ccecveceee SRM seniee, © sasnedenns 
Bituminous, Barclay............. 1,776 


see eeeeee 


West’n Pennsylvania. 13,855 
ed West Virginia........ 3 


The coal tonnage of the Pennsylvania Railroad for the last 
three days of August was as follows : 


eee eeeeee . 


Tons. 
AmEhhS..200 cccccccersccccccccccvcsecoceccosonsoeecesecoooes 7,117 
STARTER, « «00000. 0.00:600.000000000000060000056.0060.000006000080 22,231 


Coke...... covcce 


Railroad Earuings. 


Earnings for various periods have been reported by the fol- 
lowing companies : 


Year ending June 30 : 














1874-75. 1873-74. Inc. or Dec. P.c. 
Nashville, Chattanooga 
& St. Louis......... $1,680,826 $1,876,632 Dec.. $195,806 10.4 
Expenses ........+++ 1,151,954 1,343,757 Dec.. 191,803 14.3 
Net earnings........ $528,872 $532,875 Dec.. $4,003 0.8 
Earnings per mile... 4,915 5,487 Dec.. 572 10.4 
Per cent. of expenses 68.53 71.60 Dec.. 3.07 43 
Eight Months ending August 31: 
1875. 1874. 
Midland of Canada.... $187,724 $205,206 Dec $17,482 8.5 
Month of July: 
Louisville, Cincinnati 
& Lexingtou........ $79,798 
Expenses.........+++ 68,824 
Net earnings........ $10,974 
Earnings per mile... 231 
Per cent. of expenses 86.25 
Month of August : 
Cairo & St. Louis...... $23,874 
Peoria & Rock Island.. 30,141 
Epemses ........ .++- 16,736 
Net earnings........ $18,406. nccccccee 


eee ee eeeesenee 


Per cent. of expenses 55.52 
Fourth week in August: 


Cee meee ee eee eee eeeeeee 


Denver & Rio Grande.. $9,584 $10,601 Dec.. $1,617 15.3 
First week in September : 

8;. Louis,Iron Mt. & So. $89,599 $67,484 Inc.. $22,115 32.8 
Week ending August 27: 

Great Western......... £15,207 £18,300 Dec.. £2,093 11.4 
Week ending August 28 : 

Grand Trunk.......... £36,400 £40,200 Dec.. £3,800 9.5 


Petroleum Movement. 
The Oil City Derrick reports the total petroleum movement 


— the producing regions for the month of August as fol- 
OWS : 


Bbls. 
By Allegheny Valley Railroad to Pittsburgh......... seccecce 103,342 
By Atlantic & Great Western to all points........ceeesseeee- 110,008 
By Dunkirk, Warren & Pittsburgh to all points.............. 81,760 
By Lake Shore & Michigaao Southern, and from Harrisville 
00 all Other Polmts. ....cccccrcccccce de cccccccscccccccs coos 12,628 
By Oil Creek & Allegheny River Railway, West Penn. Rail- 
toad and Allegheny Valley Railroad to all other points.... 284,189 
PE Gee DME. nn ccccctctveciecsccecsoone eccccccceccce 891,927 
Total for eight months ending with August.......,....ce00: 5,325,050 


Flour and Grain Movement. 

For the week ending Sept. 11 receipts and shipments are re- 
ported as follows, flour in barrels aa grain in bushels : 

flour: 1875. 1874. Inc. or Dec. P. c. 
Lake ports’ receipts....... 70,722 102,484 Dec.. 31,762 31.0 

“  gshipments...... 115,453 119,295 Dec.. 3,762 3.2 


Atlantic ports’ receipts... 172,762 224,525  Dec.. 61,763 23.1 
Wheat: 

Lake ports’ receipts....... 1,633,016 1,469,951 Inc..163,065 11.1 
« “«  shipments...... 1,438,390 1,498.511 Dec.. 60,121 4.0 

Atlantic ports’ receipts. ...1,268,882 1,485,460 Dec..216,578 14.6 


Grain of All Kinds: 
e ports’ receipts....... 3,747,319 3,105,478 Inc..641,841 20.7 
“ shipments...... 3,829,607 3,441,377 Inc ..388,230 11.3 
Atlantic ports’ receipts....3,318,691 2,329,662 Inc ..989,029 42.4 
Although the movement of grain of all kinds is much greater 
last year, it is still not large, but smaller than for any 
_ previous to 1874 until 1870. e following gives the num- 


of bushels received.and shipped for the corresponding 
Week for a series of years : 


6 Lake. Seaboard 
ip Shipments. Receipts 

3,829,607 3,318,691 
3,441,377 2,329,662 
6,082,202 3,811,293 
5,098,287 otese 
3,327,486 ove 
2,225,334 





"The movement of 1873 was an exceptionally large one, but 
the arerage lake ports’ receipts for the week for six years have 
reary a ,000 bushels, and their average shipments 4,001,000 

els. 


From the beginning of the crop year, Aug. 1, the receipts at ' 


lake ports have been 21,951,968 bushels this year, against 
23,945,518 in 1874, 34,460,098 in 1873 and 28,813,635 in 1872. 
There is nothing discouraging in this decrease, however ; for 
the late harvest and the continuous rains preventing threshing 
since have prevented the marketing of =. 
Of the total oe | of grain from lake ports for the week, 
89 per cent. went by rail in 1875, 9% per cent. in 1874, and 20% 
er cent, in 1873. e large proportion taken this year, while 
ake rates were from 2 to 24% cents per bushel, is remarkable. 
The August shipments of wheat from San Francisco, all to 
English ports, were 26 cargoes, in all 1,499,892 bushels. Flour 
shipments were 47,900 barrels, of which 38,100 went to English 
rts, 3,200 to China, 3,200 to Central America, and the rest to 
apan, the Pacific Islands and South America. For the two 
months of the California crop year ending August 31 the ship- 
ments were as follows, flour being reduced to wheat in the totals : 





1875-76. 1874-75. Increase. 

Whenk, Dushehs. 000 vccccccccccescs 1,968,317 1,482,567 485,750 
ESRD, BOUT: c co cnrcccesccecesocs 81,016 59,700 21,316 
Total, bushels.............. 2,332,889 1,761,217 581,672 


The San Francisco Bulletin estimates that the surplus for ex- 
rt from the California wheat crop of this year will be about 
1,700,000 bushels. 








ANNUAL REPORTS. 
Kansas Pacific, 


This my = ud owns aline from Kansas City, Mo., westward 
to Denver, Col., 639 miles, with a branch from Lawrence, Kan., 
to Leavenworth, 34 miles, 673 miles in all. It controls and vir- 
tually works the Denver Pacific, from Denver to Cheyenne, 
106 miles; the Denver & Boulder Valley, from Hughes, Col., to 
Boulder, 27 miles; the Arkansas Valley, from Carson, Col., to 
West Las Animas, 56 miles; the Junction City & Fort Kearney, 
from Junction City, Kan., to Clay Center, 34 miles; a total of 
223 miles. The accounts of these lines are kept separately. 
Since the close of the fiscal year, Dec. 31, 1874, an agreement 
of consolidation with the Colorado Central Company has been 
entered into, which, by its terms, will materially change the 
capital account of the company. A summary of this agree- 
ment was published in the Railroad Gazette for May 1, 1875. 
The property of the company is represented as follows : 
Stock ($14,859 per mile).........cececcccccccsccceccccssees $10,000,000 
Funded debt ($31,121 per mile)..........ssceeececeeeseees 
Government subsidy ($9,361 per mile)........ .seeseeeeees ,300, 


Total ($55,341 per mile)............00+ Ocesecccescoces - $37,244,600 


The company is also liable for $1,125,000 Arkansas Valley and 
,000 Junction City & Fort Kearney bonds. 

The report says: “ Very satisfactory progress has been made 
in carrying out the compromise between the company and 
the bondholders. In pursuance of the terms of the agree- 
ment, the company resumed the payment of interest 
as agreed upon in November, 1874, and a large ym f 
of every class of its bonds have been already funded, 
and the process is still going on, indicating clearly 
that the bondholders in Europe, as well as in America, 
are satisfied of the wisdom of the arrangement made between 
their representatives and the company. It is hoped that the 
small minority which has refused to accept the arrangement 
will ere long abandon their hostile attitude and enable the 
company to bring the funding operation to a close. 

** The whole amount of service rendered the Government un- 
settled up to date, is $626,095.04. A suit, specially authorized 
by Congress, is now pending in Court of Claims to determine 
whether or not the Government is entitled to retain more than 
one-half of earnings on Government business. We confidently 
expect the decision in this matter will put about $300,000, 50 
per cent. of the amount already earned and retained by the 
Government, in your treasury. The Government has insti- 
tuted a suit against your company in the past month for five 
per cent. of the net earnings, which the law provides that it is 
entitled to after the completion of the road. Under the late 
decision made by the Supreme Court of the United States, in 
the case of St. John vs. The Erie Railway Company, we do not 
anticipate any call upon your treasury in consequence of this 
claim.” 

Under the agreement mentioned, one-half of each coupon 
falling due, except on the income bonds, is paid in cash and 
the balance is funded. The income bonds amount to $4,275,- 
350. The report also refers to the agreement with the Color- 
ado Central and Union Pacific companies. 

The carnings of the road owned, for the year, were as fol- 
lows : 





1874. 1873. Inc. or Dec. P.c. 
From passengers ..$1,077,844 27 $1,189,703 24 Dec..$111,858 97 9.4 
Freight ........... 1,935,439 55 2,023,063 02 Dec.. 87,623 47 4.3 
Miscellaneous ..... 142,146 08 145,267 73 Dec. 3,121 21 
Total ordinary bus- 


eccccccccere $3,155,429 90 $3,358,033 99 Dec..$202,604 09 6.0 
201,320 05 :265 560 Dec,. 3,945 45 1.9 


Total earnings. ..$3,356,749 95 $3,563,299 49 Dec..$206,549 54 5.8 
Working expen’s... 1,671,045 57 2,116,990 59 Dec.. 445,945 02 21. 


Net earnings...... $1,685,704 38 $1,446,308 90 Inc..$239,395 48 16.6 
Gross earnings per 


6. 
1. 








4,987 74 5,294 65 Dec.. 306 91 5.8 
Net earn. per mile. 2,504 76 2,149 05 Inc., 355 71 16.6 
Per cent. of exp’s.. 49.78 59.41 Dec.. 9.63 16.2 


The net earnings this year amounted to 8.05 per cent. on the 
bonded debt. The business of the company, both in transpor- 
tation and land sales, was seriously affected by the grasshop- 
pers and the drouth. The former especially gave a serious 
check to immigration and settlement on the line of the road. 

The carnings and expenses of the Junction City & Fort Kear- 
ney road were as follows : 





1874. 1873. Inc. or Dec, P.c. 

Gross earnings......... $26,525 51 $17,336 39 Inc...$9,189 12 563.1 
Expenses .......-++-+-- 14,024 94 12,154 35 Ine... 1,870 59 «=153 
Net earnings........- $12,500 57 5,182 04 Inc...$7,318 53 1413 
Gross earnings per mile. 7380 16 509 90 Inc... 27026 53,1 
Net se = = 367 67 152 41 Ime... 215 26 141.3 
Per cent. of expenses... 53.89 70.11 Dec.. 17.23 24.5 


The road-bed and track are in very good condition, and will 
require but little repair for some time to come. 

“the operations of the Arkansas Valley road were as follows: 
Earnings ($976.24 per mile).........eceeeeeeces seceseeccees $54,669 45 
Sapenees (60.05 per CONt.).....ceceeercecceccccccccesscseees 27,359 77 


Net earnings ($487.67 per mile)........6.eeeeeeeceveces $27,309 68 
This road was opened only for three months in 1873. The 
earnings of both these lines were exceedingly light. The total 
net earnings of the line owned and the two leased lines whose 
earnings are given were $1,725,514.63. 


THE SCRAP HEAP. 











Railroad Manufactures. 

The Ranlett Car Company at Laconia, N. H., is finishing up 
an order for cars for the Hoosac Tunnel Fast Freight Line, 
and has an order for 50 freight cars for the Boston & Lowell 


During the month of August the Cleveland Rolling Mill Com- 
pany, at Cleveland, O., turned out 4,500 tons of Bessemer steel 
rails and nearly 1,000 tons of wire. 

The New Albany (Ind.) Steam Forge has four hammers out 


of five at work, and is running on a contract for 1,200 car axles. 

The Southwestern Car Company at Jeffersonville, Ind., has 
contracts for 50 freight cars for the Lafayette, Muncie & Bloom- 
ington road, and 50 for the Alabama & Chattanooga. 

e Terre Haute (Ind.) Car Works are building a number of 
narrow-gauge cars. 

The yar (Il.) Rolling Mill is in full bem by stop- 
page of the — mill, owing to an accident to the | 
not having affected the other departments. Ground has 
staked off for the erection of a new steel rail mill. 

The Cleveland (0.) Review says: “‘ The Cleveland Ro 
Mill Company have completed their gas well, and are already 
running one of the sheet furnaces in their plate am, by, the 
use of the gas, at a saving of nearly 50 per cent. in fuel. The 
emma used is of the simplest character, and requires no 
change or addition to the furnace, aside from the introduction 
of the gas pipe. The well from which the gas comes has a 
total depth of 1,305 feet; gas was struck at a depth of from 
eight to nine hundred feet, but the sinking was continued, in 
the hope of striking an abundant supply; this, however, was 
not realized, and the supply is barel cient to run the one 
furnace. At the depth of about feet, a bed of hard rock 
was struck over 300 feet in thickness; it was not sw that 
any such obstacle would present itself, and our geo! its are 
somewhat at a loss to account for its existence in that locality. 
The mill company proposes sinking other wells for use in th 
furnaces.” 

The Glasgow Iron Company is the name of a new company 

ust organized by several capitalists and iron manufacturers of 

hiladelphia and Berks County, Pa. The company will build 
ng oe at Glasgow, on the Manatawny Creek, near Potts- 
town, Pa. The officers are as follows: President, a L. 
Bailey ; Treasurer, Comly B. Shoemaker; Secretary, G. W. 
Nicolls ; General Manager, Edward Bailey; Directors, Joseph 
L. Bailey, Comly B. Shoemaker, Samuel A. Bacon, Edward Bai- 
ley, Bendamin Shoemaker. The capital stock is $150,000. 


Quick Work in Oar-Building. 


The Altoona (Pa.) Tribune of recent date says: “There 
were recently built at the car shops of the Pennsylvania Rail- 
road Company, in this city, three postal cars, under the follow- 
ing circumstances: The order for the cars was given at the 
shops on Saturday, Aug. 28; the following Wednesday - 
noon all were erected and had received a coat of paint. On 
the Monday following the cars were completed insi 


- A and out, 
with the exception of the outside painting. however 
was finished, and the cars ready to proceed to di tion on 


Friday evening, and left for Jersey City the next morning, 
Sept. 11, as second section of day express, Rye Be Harris- 
burg, a distance of 132 miles, in 3 hours and 26 minutes with- 
out a stop, from thence proceeding to their destination without 
detention, none of vy having heated, evidencing that 
the work was not only quickly but well done. During the 
same interval three cars were overhauled and fitted for the 
urpose of acting as tenders to the distribu cars. 
¢ postal cars are 6444 feet long, 9 feet 4 inches wide. The in- 
terior arrangement consists of numerous em te Pigeon 
holes of different sizes, the smaller ones numbering 7 each 
car, and are fitted with reversible bottoms with labels on each 
end, the case being made of pine, faced with black walnut. 
The other boxes are larger and arranged so that when full the 
contents can be taken out from the back, Thereis also an 
office in cach car, containing a writing desk, and chairs which 
are convertible into a bed, if needed. The , in con- 
nection with closets, &c., make up the inside ements. 
The exteriors of the cars are painted white, varnished and let- 
tered with gold leaf, the medallion in the centre contai a 
finely executed plates of the consulate seal of the United 
States. When itis taken into consideration that these cars 
are entirely different from any that have heretofore been built, 
and that the material had to be selected from the lumber 
ard and the plans made as the work essed, we may safe- 
y say that it is a featin car building without precedent.” 


American Locomotives in Russia, 


A consular report from Russia says: “The first ten locomo- 
tives were imported to St. Petersburg in 1872 from the Bald- 
win Locomotive Works of Philadelphia, followed by twenty 
more from the same firm, and last Summer fifty more were 
contracted for at the Grant Factory in New Jersey. The great 
moment of this incipient trade will be a t from the fact 
that there is an immense field here open Tor their import for 
many generations to come, the rail-oad lines to Russia having 
font begun to develop on a greater scale, those in operation 

ardly reaching to 15,000 English miles up to this day. The 
small locomotives heretofore built in Russia, at the rate of 100 
© 120 only a year, also those imported from y, Francel 
tand Belgium, were all built for consumption of wood for fue 
till the agent of the Philadelphia firm had brought the atten- 
tion of the consuming departments to the fact that anthracite 
coal of best quality can be found around the town of Worenesk, 
in Southern Russia, ape over 180 miles, and that whole 
regions were a with it in the southern half of the em 

ire, sufficient to feed the locomotives of the whole continent 

he American locomotives finally accepted and introduced 
here, being expressly built for coal consumption only, have led 
Russian capital to the development of the now quite numerous 
coal mines in the district named. account of the faultless 
finish of the American locomotives and their superior power, 
guaranteed to haul on a level 1,075 tons, in lieu of those here- 
tofore in use, hauling but 650 to 700 tons, they are much pre- 
ferred, as the higher price.paid for them (namely, 25,000 silver 
rubles apiece, instead of 18,000 to 20,000 silver rubles paid for 
thgse brought in from Germany and Austria) would i te.” 


Religion for Railroad Men. 


The Boston Journal, of September 6, says: “A meeting of 
gentlemen interested in the organization of a rail- 
road praying band, for the purpose of awakening a religious 
interest among railroad men was held in the library room of 
the Boston & Albany Railroad in this city, on Saturday even- 
ing. Bro. J. Hatch, President of the Springfield band, which 
was organized about a year ago, was present, and presided. 
Mr. J. Howell acted as a A constitution presented by 
Mr. B. C. Crabtree was ado , and officers chosen as follows : 
President, B. C. Crabtree; Secretary, C. W. Capel; Treasurer, 
W. H. Swallow. The band will consist of railroad men as fol- 
lows : Engineers, conductors, freight clerks, shop men and 
agents from different departments. Remarks were made by 

essrs. Hatch, Crabtree and others, and a very enthusiastic 
spirit was manifested.” 


Stealing Hats. 


Probably every one who has traveled by rail has noticed the 
fact that when a train stops at a station the first im of the 
average traveler is to put his head out of the iw. A cer- 
tain young man in Newark, N. J., had remarked this and had 
also noted the fact that at the Market street depot in that city 
the east-bound track runs outside of the depot and is separated 
from the street by a high picket fence. Putting the two facts 
together and taking two confederates, they watched until a 
train approached, then climbed on the fence, and as the 
train halted and the heads began to be protruded from the 
windows, each grabbed two or three of the nearest ha‘ 
from the fence and disa: oi eon oe roe ° 
went on until the ad accumulated quite a 
stock of hats, when the complaints of hatless travelers 


Ha 





the station-master, a detective was set at work, and the plun- 
derers were caught in the act, 
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Editorial Announcements. 


Contributions.— Subscribers and others will materially as- 
sist us in making our news accurate and complete if they will 
send us earl taformation of events which take place under 
their , such as changes in railroad officers, organi- 


sations and changes of companies, viper core Sn 38 and 
oo contracts for new works or ant improve- 
oid f in the ruction of roads 


ones, 
and poor gh and wn their ma nagement, particulars as to 
the agg Ae eoyie prh and sug : estions as to its improve- 
eat pera in 


ment, re to ALL DEPARTMENTS 
ofr poss j weremdy oukject pract acquainted with them 
are especially desired. 


8 will ii oblige! us us by forwarding 

'y copies of notices sactings, elections, appointments, 

ani epectally annual reports, some notice of all of which will 
be ished. 


Advertisements.— We wish > distinclly understood that we 
will entertain no to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 


in our columns OUR OWN rye and those only, 
eS present only such matler as we con- 
sider interesting and important to our readers. Those who 


wish to recommend their inventions, machi Bu pod 
financial schemes, etc., to our readers can do so Riny th 
advertising columns, but it is useless to ask wate recommend 
them editorially, either for money or in consideration of adver- 
tising patronage. 





THE MORRIS & ESSEX TUNNEL. 


It may not be known to some of our readers’ that all the 
traffic of both the Erie and the Delaware, Lackawanna & 
Western Railroad which reaches and leaves New York now 
passes through what is known as the Bergen Tunnel, 
which belongs to the Erie Railway Company. It may 
perhaps be necessary to explain still further to those not 
familiar with the topography of the country westward of 
and opposite to Manhattan Island, that this tunnel is 
through what is known as Bergen Hill, which is a ridge 
composed chiefly of trap rock extending north and south, 
and nearly parallel with the North or Hudson River. 
Opposite to New York it is about a mile west of the 
river. It is the same range which higher up forms 
the celebrated Palisades. At the point where the tunnel 
pierces this range, the ground on both sides of the ridge 
is low and marshy. The depot and the ferry landing of 
the Erie road on the western side of the North River are 
in Jersey City, while those for the Delaware, Lackawanna 
& Western are in Hoboken, about a half mile further 
north than the terminus of the Erie road. The line of the 
latter, from the ferry landing to the mouth of the tunnel, 
with the exception of a curve at the mouth of the tunnel, 
is a straight line, as shown in our rough map on the 
next page. The line of Delaware, Lackawanna & West- 
ern Railroad, however, it will be seen, is a very 
tortuous one on each side of the tunnel. 
Owing to thesharp curves andalso to the fact that in 
Hoboken and Jersey City the road occupies the same grade 
as the streets, it is dangerous to run trains ata high speed 
over this portion of the line. As all the traffic of both 
of the roads named passes through the tunnel over two 
tracks, and as the number of local trains for the accom- 
modation of what may be called suburban inhabitants 
who do business in New York is very large on each of the 
roads, it is very difficult at certain hours of the day to 
pass all the trains through promptly. For years the de- 
lays at the tunnel have been a cause of vexation and an- 
noyance to people who are obliged to travel over this por- 
tion of the Delaware, Lackawanna & Western road. 
So serious has this been—and still is—that it is said by 
dealers in real estate that property along the line of this 
road is worth from 25 to 50 per cent. less than property of 
the same character along the line of the Central of New 
Jersey, which also does a very large suburban business. 
The difference is said to be entirely due to the greater fa- 
cilities of travel offered by the latter road. Although the 
difference is not all due to the tunnel, yet it has been one 
of the chief causes, if not the greatest, of annoyance to 
the passengers. It is therefore not remarkable that the 
Delaware, Lackawanna & Western Company should 
be led to provide better facilities for ingress and 





egress to and from their eastern terminus. A few 
years ago therefore it located a new line, which is repre- 
sented by heavy lines on our diagram. This made the 
construction of a new tunnel] necessary very near the old 
Bergen tunnel, as it is called, of the Erie road. It will be 
noticed that the new line crosses the Erie road very near 
the western entrance to the old tunnel. It also crosses 
three streets and a branch of the Erie road east of Bergen 
Hill and two streets and two railroads west of the hill. 
These are not represented in our rough map. This made 
it necessary to raise the grade of the new line enough to 
bridge over all of these crossings. At the same 
time, by adopting this plan, it was possible to 
get a straight line from the depot in Hoboken 
for nearly three miles, or to a point at which it 
meets the old line of the road, and where the latter is laid 
alongside and parallel to the Pennsylvania line over the 
Hackensack marshes. By this means the distance is 
shortened 3,550,feet, or more than two-thirds of a mile. 
This diminution of the length of the road, and the in- 
creased speed at which trains can run on the new line, 
with the greater facilities offered by the new tunnel in 
avoiding detentions, will, it is thought, reduce the running 
time of trains between Hoboken and Newark at least ten 
minutes. 

As the line starts from the ferry, which is only a few 
feet above tide, it is necessary, in order to cross the Erie 
road, to carry this new line up on a grade which in the 
tunnel rises towards the western end at the rate of 15 
feet per mile. The summit of the grade is at or near the 
western portal of the new tunnel, which is quite near 
that part of the old Erie or Bergen tunnel, but high 
enough above it to cross the Erie road on a bridge, ata 
height of 15 feet above tide. 

The excavation for the tunnel itself will be 4,209 feet 
long, not including the approaches, but the total length 
from face to face of the portals, when the latter are com- 
pleted, will be 4,270 feet. It will be constructed for two 
tracks, and the form of the cross-section at the point 
where it is arched is shown by fig. 2. When the rock 
does not require arching, the roof is made flatter, the 
cross-section of which would be represented if the two 
curves of 9 feet radius on each side were joined bya 
straight line drawn tangent to them. But a comparatively 
small amount of arching is required, as the rock is very 
solid and compact. 

Work was originally carried forward from six shafts, 
which will be used hereafter for ventilation. For the lat- 
ter purpose, towers will be erected over each one of them. 
These towers will be of uniform height measured from 
the road-bed to their tops. The six shafts and the two 
outside ends of the tunnel gave fourteen faces to work on, 
and divided the work up into seven sections. As the ex- 
cavation is completed, or nearly so, of four of the sec- 
tions, there are six faces only at which work is carried 
forward. Between shafts 3 and 4 there remains 305 feet 
of heading to be done; between 4 and 5, 228 teet; and 
between 5 and 6, 109 feet; and in all about 1,450 feet of 
bottom or bench work still-to be removed. 

Although the rock is very hard to drill, it has been 
thought by the contractors to be more economical to have 
all the drilling in the headings done by hand than by 
steam drills. After the headings are driven, steam drills 
are, however, employed in removing the benches. Inger- 
soll drills are employed, driven by air, which is com- 
pressed by one of Waring’s compressors. The reason 
why hand-drilling has been found cheaper than machine 
work is because of the expense of the fixtures necesssary to 
work the drills in the headings, whereas in the benches 
nothing but a tripod is needed for them to work 
on. For bench work, steam drilling is also found to be 
advantageous, because the holes are larger and deeper than 
those made by hand, so that larger quantities of rock can 
be removed by a blast than is possible by hand-drilling. 

The explosives used are what is called ‘‘gend-rock,” or- 
dinary blasting powder and Warren’s powder. ‘‘Rend- 
rock” is said to be composed of paper pulp, nitro-glyce- 
rine and ordinary powder, and is made of different grades. 
No. 2 is the grade used in the Morris & Essex tunnel. The 
trap rock through which the tunnel is excavated is, as we 
stated before, difficult to drill, but is easily blasted. About 
600 men are kept at work on the tunnel, and it is reported 
that it will cost about $800,000. 

Besides the tunnel the construction of the new line re- 
quires a great deal of other important work. There are, 
as we have already said, eight crossings of streets and 
railroads, each of which must be bridged. Besides these, 
there is a bridge with a draw across the Hackensack 
River, the whole length of which will be 600 feet. The 
draw is to be 200 feet long from the center of its middle 
pier to each end. As the Hackensack River flows through 
the marshes, at -the point where it is crossed the foun- 
dation of this bridge must be constructed with great care, 
as the material of which the bed and banks are composed 
consists of. alluvial mud of very great depth. Piles about 
70 feet long are therefore first driven for the piers 
in the river. These piles are then sawed off about 
9 feet under water, and the mud is removed by a diver for 





some distance below the tops of the piles and the spaces 








between filled in with concrete. A wooden coffer-dam ig 
then constructed and sunk over the tops of the piles and 
rests on top of the concrete. The masonry is built in the 
coffer-dam after it is sunk and rests on the timber bottom, 
The piers on the two banks are similarly constructed, but, 
not being under water, present fewer difficulties than 
those in the stream, 

The greatest difficulty in securing good foundations, 
however, is experienced east of Bergen Hill. Ag 
the grade of the road is there over the streets, 9 
considerable embankment is necessary to make 
the grade high enough to bridge over the streets. The 
material removed from the eastern end of the tunnel wag 
therefore used to construct this embankment. It was 
found, however, after the embankment had extended out 
over the marsh for some distance, that it sunk down at 
the bottom somewhat faster than it could be filled up on 
the top. It was also found that as the embankment sank 
the earth near it began to rise. At the present time, it is 
about 9 feet higher than the original surface of the ground, 
and is raised up for a distance of about 150 feet on each 
side of the embankment, and looks as if it had been con- 
vulsed by an earthquake. One of the piers for a bridge over 
the street, althoigh built on piles about 70 
feet long, has begun to sink, but whether it will con- 
tinue to do so is of course impossible to tell now. This 
portion of the work is giving the engineers so much 
trouble that we are inclined to believe that they are be- 
ginning to suspect that the cause of the difficulty must be 
attributed to the perfidy of the Heathen Chinee, who 
may be removing the bottom of Hoboken on the other 
side. 

Besides the new line of road and tunnel, this company 
is constructing a canal or dock which; when completed, 
will be 600 feet long and 90 feet wide. The tracks and ter- 
minal facilities are all to be rearranged and improved so 
that vessels can lie in the dock and be loaded from the tracks 
on either side. The whole cost of the improvements now 
in process of construction will be about two and a half 
millions of dollars, including the cost of real estate, right 
of way, etc. The work is under the charge of Mr. James 
Archbald, Chief Engineer of the line. Mr. Samuel Rock- 
well is Resident Engineer, with Mr. E, L. Jenks as Assist- 
ant. The contractor of the work is Mr. John McAndrew. 
The work was begun in September, 1873, and, it is 
thought, will be completed in July, 1876. 








British and American Railroad Dividends. 


Herapath’s Journal compiles from the Board of Trade 
returns the following account of the amount of stock and 
bonds on which the different rates of dividend and in- 
terest were paid in 1874. By this it appears that the 
funded debt on which no interest was paid amounted to 
only about $2,500,000—which is by no means so imposing 
a figure as the United States can show—something like 
$500,000,000. But hardly less striking is the difference 
in the non-dividend paying stock shares: (reat Britain 
in 1874 had about $240,000,000 of such shares; more than 
half of the $1,990,000,000 capital stock of the railroads of 
this country paid no dividend during the same year, 
Notwithstanding this, the British share capital is larger 
by two fifths than the American. This vast amount of 
share capital is accounted for by the comparatively small 
proportion of funded debt. The latter is but abont 26 
per cent. of the total capital, while in the United States 
the share capital is more than 55 per cent. This goes far 
to account for the low rates of interest paid for loans by 
the British companies. Evidently a company which 
pledges a hundred dollars’ worth of property for a loan of 
$26 ought to get it on better terms than one that raises 
$55 by loan on the same amount of property. ‘The 
margin for security is as 74 to 45 in favor of the first- 
named borrower. 

The table of dividends as given by Herapath is as fol- 


lows: 
Ordinary. eer wees Preferential. 


£ z Rate per cent. of dividend paid. 
41,121,014 Sis. 7,326,169 Nil. 
CS rere 128,250 Not exceeding 1 percent. P.¢. 
9,842,656 101,180 7,385,506 Exceeding land not exceeding a 
12,969,011 2,824,234 1,446,036 p) 8 
97,310,302 9,844,025 18,487,623 “ 3 e 4 
32,539,939 44,293,850 89,904,091 “ 4 “ 5 
$4,725,240 9,790,830 2,903,646 “ 5 “ 6 
55,507,555 3,311,580 1,368,983 “ 3 “ 1 
9,287,417 380,000 291,500 “ 7 is 8 
18,190,306 ee “ 8 “ 9 
1,029,326 50,000 229,165 “ 9 ad 2 
1,110,000 225,275 165,000 “ 10 “ o 
3,067,950 S000 icscce “ 11 « 
MOD) pustonds ly L.ssbourae “ 12 “ 13 


The interest paid on the funded debt for the same year © 
was: 


Loans. Debentaze stock, Rate per cent. of interest wi 
z 4 
8,000 514,674 a2. Nil. 
cececcscee sounsneeeh ‘ot exceeding......-+++ss+** 
occcesces 231,821 Exc ng 1 and not = F 
20,765 194,500 2 d 
29,566,371 57,623,802 oe 3 “ 5 
19,184, 310 49,828,146 . 4 ss 6 
_— a908, > . “ 1 
"3,000 ** 18,000 oF “ 8 


Thus, much more than half of ‘this debt pays not more 
than 4 per cent. interest, while an American company: 
with the very best of credit and strongest position is 
counted lucky if it can borrow at 6 per cent. 

For purposes of comparison we have compiled below 
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from the returns in Poor’s Manual for last year a table 
giving the amount of stock on which each of the various 
rates of dividends were paid by the companies of the 
United States: 


i1company paid 1% per cent. on $20,903 
4 oe 

6 companies p’d 3 pin 

9 o 3 % i 

a : 8% 

9 “ “ 

9 “ 5 “ 

1 “ 5% ty 
22 ty 6 “oe 

1 i 6% “ 
2 “ 1 “ 

9 i 134 os - 20,068,000 
24 “ 8 o - 199,191,770 
5 a 9 4 - 6,200,260 
31 = 10 oe 291,699,710 
1 - 11 ‘ 300, 

4 “ 12 “ 1,606,800 
1 “4 12% WMTTITTT TTT TT TTT 500,000 
1 12% OS & @e0e encase ceehdneccnnené 2,759,791 
1 “ 20 O peensetnanaseoesabncsecs 000,000 
1 ¥ 25 7 = =-_—i«d—«C eK eco panco~p sere oseiain’ 150,000 


14 companies paid dividends from 13, to 25 per cent. on $845,590,602 

The total capital stock reported by Poor is $1,990,997,- 
486, so that the ameunt on which no dividend was paid 
was $1,145,406,794—57 per cent. of the whole. 

The American companies seem to avoid making very 
small or irregular dividends. Of the whole amount pay- 
ing dividends nearly four-fifths paid 6 per cent., 7, 8 or 
10 per cent. Considerably more than half paid 8 or 10 per 
cent., 24 per cent. paid 8 and 34} per cent. paid 10 per 


oto 


ll a 


cent. About $720,000,000 out of the entire share capital 
of $1,991,000,000 received dividends amounting to 6 pe 
cent. or more. 

American railroad shares thus appear te be either ve 
good or very poor property, with the chances largely in 
favor of their being very poor. A much greater amoun 
than in Great Britain pays more than 6 per cent., but five 
times as much pays nothing at all. England has no cor- 
poration like the New York Central & Hudson River, pay- 
ing 8 per cent. on $89,000,000, or like the Pennsylvania, 
paying 10 per cent. on $68,000,000 ; but it has a grea 
many which pay 4, 5 and 6 per cent. on large amounts, 
and comparatively few which pay nothing. 








From New York to Chicago in Twenty-seven Hours. 





We Americans are called a fast people, and are said to be 
most impatient of any delay in our business or pleasures; but 
itisa notable fact that we do not travel by rail so fast as 
Englishmen, or even as Frenchmen and Germans do on some 
of their trains. Yet nowhere in the world is so much to be 
taved by speed; not to claim a greater value of time here, 
which we will hardly insist upon; for time is very valuable to 
some men in Europe as well as America, and there are just 
se valuable men there as here—not to speak of this, the great 
length of journeys made in the ordinary course of business in 
this country gives an opportunity for the saving of an amount 
of time impossible in the smaller European countries. That 
&man should shoot over the two hundred miles between Liver- 
pool and London at 40 miles an hour seems hardly worth the 
While: it is but an easy night’s journey at half that speed; but 
that he should make all the haste possible over the 900 
miles from New York to Chicago, the 1,100 from New York to 
§t. Louis, or the 3,400 from New York to San Francisco is rea- 
sonable enough. The seven days required for the latter jour- 
Rey at 20 miles an hour would be reduced to less than five days 
890 miles, and to three and a half at 40 miles an hour, and a 
‘ving of two or three entire days is not to be despised. On 
Very few long routes in this country isa speed of 30 miles an 
hour or more attained, while ordinary express speed in England 
8% to40miles. The reason is not far to seek. In Europe 
here is a larger population to pay the cost of the fast running, 
fd also the interest on the high cost of railroads particularly 

for such speed. 
speed is none the less appreciated in this country, as the 






one of the events of the day, to which press and people have 
given a large share of their attention. Doubtless the readers 
of the Railroad Gazette will not be less interested than the rest 
of their countrymen in this superlative effort of American rail- 
roads, wherefore the following account of the first trip from 


000 | New York to Chicago, by the New York Central aud Lake Shore 


route, is commended to their attention. 
This train, as our readers know, was to begin its first trip 
from the Grand Central Depot, in New York, at a quarter past 


869 four in the morning, on the 16th of this month. To celebrate 


the occasion and to record the event, the General Superinten- 
dent of Railway Postal Service, Mr. George 8. Bangs, and the 
railroad officers, invited a considerable party of gentlemen to 
make the journey with the mails, for this occasion only; after 
which the train was to carry no passengers and none but the 
train-men and post-office employes could experience the sensa- 
tions incident to a journey from New York to Chicago in twenty- 
seven hours. 

Thus it happened that about four o’clock on the morning of 
the 16th a good car-load of gentlemen assembled at the Grand 
Central Depot in New York—a sleepy, yawning crowd, whom 
nothing but duty or a new sensation could have drawn out at 
that unearthly hour. Which suggests that it is hardly neces- 
sary to prohibit traveling westward by the fast mail. The 
men who will get up at three in the morning to take a train 
which will bring them to their destination about the same 
time as one on which they can sleep (or at least lie quiet) un- 
disturbed all night must be few indeed. On this occasion most 
of the travelers sat up all night in order to take the train, 








Sablishment of these fast mail trains has shown. It has been 


which starts without reference to the comfort of anyone, at the 


Fig. 1. 




































earliest moment possible after the publication of the New York 
morning newspapers. 

The train that received these sleepy excursionists consisted 
of locomotive No, 57, of the New York Centra] & Hudson River 
Railroad—of the “American” pattern—four new postal cars, 
two fifty and two sixty feet long, for distributing and storing 
the mails, and the Wagner drawing-room car ‘‘ Duchess” for 
the guests. 

The postal cars were constructed during the past summer 
from plans supplied by the Post-Office Department especially 
for this service. They are not, however, greatly different from 
other postal cars, having provisions for distributing the letter 
and newspaper mails separately, for sacking them, and for 
catching mail bags from cranes at stations where the train 
does not stop. That is, two of the four postal cars in the train 
had such provisions ; the others were simply storage cars, in 
which the mail bags are carried after the matter has been dis- 
tributed, and with no partitions or interior furnishings what- 
ever, except rows of slight posts on each side of the central 
passage way, between whicl the sacks are piled. 

These cars are similar in construction to passenger cars, with 
platforms and entrances at the ends, but with comparatively 
few windows, very little ornament outside and none at all with- 


and taking in bags from the mail catcher, which is attached 
alongside. The 60-feet cars have six-wheel, the others four- 
wheel trucks, Allare provided with both Westinghouse air 
brakes and Creamer spring brakes, and with Miller platforms, 
buffers and couplers. Perhaps the most noticeable feature vis- 
ible from the outside is the inclosure of the end doors on the 
platform by a framework and side doors, which extend 
from the end of the car just outside of the car-door frame 
to the end of the platformyso that when two cars are coupled 
together there is an inclosed passage-way from the dvor ot one 
to that of the other, about thirty inches wide, interrupted only 
by the few inches in the gap from platform to platform. As 
the mails, when distributed and made up in the distributing 
car, are wheeled on a truck from it to a storage car adjoining, 
these inclosed passages serve a useful purpose in sheltering 
those passing from cross winds, and preventing the loss of bags 
that might fall from the truck. They also keep out much dust 
and cinders when the doors are left open, as they often must 
be. The cars are 9 ft. 8 in. wide, and 6 ft. 9 in. high in the 
clear. They are painted white without, with buff borders, 
with the two faces of the great seal of the United States on each 
side of the car, and above, just under the edge of the roof, the 
legend, “The Fast Mail,” in large letters inclosed in lines, pre- 
ceded by “New York Central,” and followed by “Lake Shore,” 
in a different letter. The distributing cars are warmed by 
Baker’s hot-water heaters. The one intended for letter mails 
has a little state-room for the superintendent of the route and 








in, and with two side doors on each side for throwing off mail 


train at one end ; but the greater part of the space is occupied 
by two semi-circular ranges of pigeon-holes, which form the 


‘ distributing offices. These extend along the car twelve or 





fifteen feet, with just space enough between the outside of the 
semi-circle and one side of the car, and between its extremities 
land the other side, for a man to pass. The ranges of pigeon- 
holes rest on a narrow counter and open towards the interior 
of the semi-circle, within which the distributors, 
called “throwers,” do their work. The  divis- 
n for letters has 946 pigeon holes, each labeled with the 
name of a post-office or of a route for which mail is to be mace 
ap separately. Four men can work at distributing in it, be- 
ides one who ties up the bundles and puts them into bagr. 
[he newspaper division in this car is chiefly for transient 
newspapers, the mails from the publication offices going into a 
separate car. Here the boxes are much larger, and form 
shutes, sloping backwards against doors which, when opener’, 
permit the contents to slide down into bags hung on hooks on 
the outside of the semi-circle. The newspaper car has a dis- 
tributing apartment for nearly half its length, with 94 boxes 
ypening behind into mail bags hung outside, aa before dc- 
scribed. There are seven windows, 21 by 32 inches, in each 
var, four on one side and three on the other, besides lights in 
the side doors. 

Of the cars in this first train two were built under the direc- 
tion of Mr. Leander Garey, Master Car-Builder at the Albany 
shops of the New York Central, and two by the Lake Shore at 
Cleveland under the direction of its Master Car-Builder, Mr. 
John Kirby. Their white color makes them quite conspicuous, 
and easily distinguished at night, which is an advantage. The 
distributing cars are said to have cost $4,200 and the storage 
cars $3,300 each. There are to be twenty of these cars for this 
train, some of which are not yet completed. Their weight has 
not been given; it is probably somewhat less than that of 


ordinary day passenger cars of equal length. Probably the five 


cars in the train weighed 65 to 70 tons. 


The passengers by this first train consisted, aside from the 
post-office employes who work in it, of Mr. Bangs and eight or 
ten other post-office officials, several officers of the New York 
Central & Hudson River Railroad Company—Mr. Worcester, 
the Secretary and Treasurer, Mr. Tillinghast, the General 
Superintendent, Mr. Toucey, the Superintendent of the Hud- 
son River Division, Mr. Fisher, the Chief Engineer, Mr. Garcy, 
the Master Car-Builder, and, for part of the distance, Mr, 
Henry RB. Pierson, one of the most active directors, and Mr. 
James M. Whitney, a director from Rochester. Then there 
were a steamship man and a hotel keeper or two, and two 
Western farmers and manufacturers; but the greater number 
were newspaper correspondents, from New York and Chicago 
and elsewhere, to whose labors it is largely due that most of 
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our readers (and the rest of the world) have scen the story of 
this train told at great length a full week before this reaches 
them. The newspaper men, indeed, with the post-office offi- 
cials, were alm<st the only ones who made the journey through 
to Chicago. But more joined the train than left it, and indeed 
the one passenger car had been exchanged for three before the 
train reached Chicago. 

The great loads of morning newspapers were not all stowed 
away in time, and it was two and a half minutes after 
starting time when No. 57 pulled the white train out of 
the Grand Central Depot in a dirty mist that lubricated but 
did not wash the rails, and made a slippery track. The 
“Fourth Avenue Improvement” gives, perhaps, the safest and 
clearest portion of the whole road within the city limits, and 
for the few miles south of the Harlem River the locomotive can 
do its best. On the other side, the short curves between Harlem 
Bridge and the Hudson River reduce the speed, but the sway- 
ing of the cars make it appear greater than elsewhere. The 
springs over the rear truck of the “Duchess” were either too 
weak or too low, and the car came down with a thump on the 
side-bearings on entering and leaving curves, and wherever 
else any considerable shock was received. This was not the 
case with the post-office cars, however, and except on the 
shorter curves the motion was very easy, and would hardly 
have suggested any unusual speed. There was a constant 
movement through the train. Everyone visited the postal 
cars, and no one kept his seat long in the Wagner car. 
Then as there were no rigid seats to support 
yourself by in passing through the car, and as, moreover, the 
passage was obstructed in many places by loose chairs—brought 
in to accommodate acompany much more numerous than the 
regularcar seats, one had to make a devious path without 
inuch support from his hands in passing through; but it was, 
nevertheless, easy to walk through. Altogether the riding was 
puooth and easy, and quite as comfortable as at lower speeds. 

Lhe speed of the train was watched with great anxiety, es- 
pecially by the railroad men. The greasy mist reduced it some- 
wuat, and Poughkeepsie, the first stopping place, 73 miles from 
New York, was reached a few minutes behind time. Up to this 
place the train was drawn by No. 57 (the one wrecked at New 
Ha nbarg when Doe Simmons was killed) in charge of Pat Mil- 
ligan. 

* Poughkeepsie a new engine, No. 85, run by George Mink, 
took the train aul haulelit to Albany. The track was now 
dryer, and, though an extra stop was made at Hudson, Albany 
was reached seven minutes ahead of time. Here the passen- 
gors had ten minutes for breakfast, the engine ‘“ Wm. H. Van- 
derbilt,” in charge of Reuben Allen, was put in place of No. 85, 
and the train went up the 85 feet grade west of Albany at a 
rapid rate, and though leaving Albany five minutes 
late, reached Amsterdam, 33 miles, on time, and made 
the next 55 miles west of Amsterdam in 57 minutes. 
At Palatine Bridge, 55 miles from Albany, the train was on 
time; at Utica, 42 miles further, six minutes ahead of time, and 
at Syracuse, where the Wm. H. Vanderbilt was exchanged for 
No. 125, Gould, engineman, seven minutes ahead. There was 
a short delay at Clyde, owing to a hot box on the engine; and 
the en1 of the division, Rochester, was reached five minutes 
behind time; but the train was on time at Batavia, and thence 
down hill to East Buftalo it rushed at a. terrible rate, arriving 
six minutes ahead of time. Thus the part of the trip over the 
New York Central & Hudson River Railroad was made in eight 
and one-half minutes less than the schedule time, at an aver- 
age speed of 4144 miles an hour, including stops, with apparent 
ease, with great comfort to the passengers and entire safety. 
Many times between stations a speed of a mile a minute was 
attained, and it was said that this .rate was considerably ex- 
ceeded sometimes; but, as observations made by mile-posts 
cannot be quite accurate without a stop-watch, we cannot ac- 
cept these reports as unquestionable, though they may very 
well be true. The road is, in some respects, the best in the 
country, or, perhaps, in the world, for maintaining high speed : 
not only is the track wholly of steel and admirably maintained, 
but the existence of separate tracks for freight trains from Al- 
bany to Rochester makes it safe to run at the highest speed 
possible to the engine. There are some straighter roads in 
the West, however, and the curves are apparently the 
chief obstacle to an _ increase of speed beyond 
that fixed by the time-table. The locomatives, of 
course, were not specially designed for such speed. 
They were those used with the ordinary express trains, which, 
however, have run faster on this road than on most others in 
this country. 


Two things were especially noticeable on the trip: first, the 
universal interest in the train by the people slong the line, 
which caused them to assemble in great numbers at every city 
station; and, second, the feeling of pride and affection man- 
ifested by the company’s officers for the road and its employes. 
There seemed to be a warmer, more personal interest in the 
road than is often exhibited for material objects, aside from 
works of fine art—one much like that which their owners often 
have for fine horses, 9nd the like, which can in some degree 
return the affection lavished upon them. And as the road and 
its equipment are largely of their own creation, and as its per- 
formances are really their own work, there is good reason for 
such a feeling. The fast mail is their chef duvre, the master- 
work of their art in one direction, exhibited for the admiration 
and criticism of an entire nation: naturally they were anxious 
for it; rightfully they were proud of it. 

Nearly all the New York Central men left the train at the end 
of the road, Mr. Worcester, who is Treasurer of the Lake Shore 
Company also, alone, we believe, continuing on westward, 
And at Buffalo the Lake Shore directors’ car, with a number of 
the officers of that road and their invited guests, was attached 
to the train, which now consisted of six instead of five cars, so 
that there was heavier work on the Lake Shore than on the 
New York Central. But the former road has the advantage in 

grades and curves, and for most of the distance east of Cleve- 
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Earnings 
Mileage Earnings } 4 
Name of Road, _ [ee | aoa | 
1875. 1874. Inc. | Dec. |Per c 1875: 1874. | Increase. | Decrease. Per c.| 1875. | 1874, 
| | 
| | | | | 
Atchison, Topeka & Santa Fe........... 509 509 ] $112,681 S| | 33.1 $296) $221 
Burlington, Cedar Rapids & Minnesota.) ~ 424 424 ...... ceecee cooeee PT eee | $3,521; 3.0) 266) 2% 
Centr: See ee 1,322,557, 209,443).......... | 15.8} 1,165] 1,050 
MMR 5a dencicscncccssoccssd 1,109 1,109 WADI) <. 0 sscccee | 60,667; 8.5] 587 
Indianapolis, Bloomington & Western.. 344 344 44,178) ccccccccce | 40,647' 28.2 301 419 
International & Great Northern........ 458 > 715,503) | eee | 7.0 176) 165 
TL << cccacpocneaeenéseweses 761 761 i 289,937 | 15,202) cocccocece| 5.2 401; 381 
Keokuk & Des Moines .............0000+ MY MM cay a ivoneon lexenael y 63,309) eer | 6.5) 419) 393 
Lake Shore & Michigan Southern....... RATS) BATS le ccc ccf scccsslcccces 1,184,500 1,414,818).......... | 230,318 16.3) 1,008) 1,204 
Missouri, Kansas & Texas .............. TG eR oiisn | coanedle cose 272,104 eer | 16,901 5.8} 346) 968 
St. Louis, Alton & Terre Haute—Belle- | | | | 

re ree rae 71 WAT cinalenctedliseees | 40,406 GOGIB) .ccscsaecs | ,633 19.3) 569} 705 
St. Louis, Iron Mountain & Southern...,; 685 Bl ccccccicceccclscoses } 287,505 254,230) 83,275). .....0006 13.1 420' 371 
St. Louis, Kansas City & Northern...... | 804 GOR cccvcelvocccelocecee} 248,836 235,920) 13,016) ....ccccoce | 5.51 494; 468 
RINE NEI so5sascacc -ccnaccsyeaccess| 1,082| 1,032)...... esevedlieeuine | 1,061,000] 1,042,416, 18,584'.......... | 1.8! 1,028) 1,010 

Ci cdcdh Shu pShectebenaedsssas® 9,334) 9,279, 55\.....j)e000+-| $6,097,303) $6,122,837; $336,153) $361,687|...... $653) $660 
Total increase or decrease........|)....00\se00es oe OWE ccnisestcaclesecnesaceas | Fenaeeeon | TEAM) O.b)ncccccloceca: 
| | | | | | | 
RAILROAD EARNINGS, EIGHT MONTHS ENDING AUGUST 31. 
| Mileage. Earnings. Earnings per mile. 
| 
Name of Road, | —-~ 
) { 
| 1875. | 1874. | In. |DectPer c. 1875. 1874, |incresse. Decrae| 2. 1875, | 1874. | Inc. | Dec. |P.c, 
| | | | | 
| | 
| | | | 
Atchison. Topeka & Santa Fe... 509 opeplecse! secoee $839,128) guensesi oe ae | oilniniienan 4 eee | 65 
Central Pacific..........seseeee 1,302. 1,260 42) oe 3.3 10,919,183) 8,933,460) 1,985,723).......... 22.2) 8,386| 7,090, 1,296|...... |18.3 
ere 1,109 1,109 eles os 4,721,373) 4,903,278|.......... j $181,905) 3.7| 4,257) 4,421 ....... $164) 3.7 
Indianapolis’ Bloomington & | } | | 

MP icsiuicd 0 ccgenseceesecs 344) SAB) ccclecccleccece 770,829} 1,091,261'..........} 320,432) 29.4 2.2 3,172'......| 931/204 
International & Great Northern. 458 416, 42...., 10.1 732,596 717,238) BEBEB) ccc ccvces) 2.1) 1,600) 1,724...... 1%) 7.2 
Kansas Pacific............sse00s 161 TER s veclecec| coocce 2,038,112} 2,102,965).......... | 64,753, 3.1) 2,678) 2,763... 85 3.1 
Keokuk & Des Moines.......... 161 , | a a eee 531,773 432,334 99,430)... ...0000 | 23.0) 3,303) 2,685 618)...... 0 
Missouri, Kansas & Texas....... WE cccclececieccoce | 1,724,848) 1,964,641'.......... | 239,693, 12.2, 2,194; 2,499 ...... 305) 12.2 
St. Louis, Alton & Terre Haute, | | | } 

Belleville line. ...........+00: 71 Whleccelocvelecesee 353,149 338,522 PAPA cis bacseee 4.3 4,974) 4,768 206...... 43 
St. Louis, Iron Mt. & Southern... 685; 684, 1....) 0.1 | 2,145,894) 1,906,988) 238,906) ........4- | 12.5 3,133| 2,788) 345).. 124 
ME UIDs cc cscvccccertsccse 1,032) 1,032).... «++. leccees 7,621,427 6.456,191| LIOG Tl -cvcvcrece} 8.0, 7,385) 6,256) 2,129) beceee 18.0 

Si detedenss 6neccenes 7,218 7,133 | Oi caclkeanns 32,398,312) 29,634,663, $3,570,482, $806,783)....|$4,489/$4,155| $334)...,.. 8.0 
Total increase sssensseleevenejense ne] 85 ove BSI Hie Hite IID Siiciccscc} BB oscneslcecs se] soveed 
| ‘ | | 


land its tfack is simply unsurpassable, capable doubtless, if 
kept clear of trains, of as great speed as can be got out of loco- 
motives. Thereis a little iron loft in the roa 1, which is not quite 
smooth, as iron rarely is under heavy traffic; but generally the 
train seemed hardly to feel the track, and the work appeared to 
be easy for the engine, which, indeed, seemed to be taking an 
easy gait and to be able to do much better, if necessary; though 
it made 40 miles an hour nearly all the time. On this road the 
train was not permitted to run ahead of time, and as we ap- 
proached a station careful observation showed that almost 
everywhere east of Cleveland the engineman slowed his train 
in order to keep back to time when passing. 

The railroad men who joined the train at Buffalo were Mr. 
Charles Paine, General Superintendent of the Lake Shore & 
Michigan Southern; Mr. Charles Collins, Chief Engineer; Mr. 
C. P. Leland, Anditor; Mr. Taylor, Superintendent of the 
Buffalo Division; Mr. A.C. Armstrong Purchasing Agent, and 
Hon. H. B. Payne, a director. They had with them many lead- 
ing citizens of the towns on their line, and several were taken 
up at the stopping places on the road. 


At half-past sevenin the evening the train reached Cleve- 
land, where supper was had, and the drawing-room car 
‘‘Duchess” was exchanged for the sleeping car ‘‘Odell,” and here 
two parties from Chicago and Toledo were taken back in two 
additional sleeping cars, so that from Cleveland to Chicago there 
were seven cars in the train, three of them heavy sleepers. 

This part of the journey was made at night, and the party 
from New York at least, quartered in the “Odell,” had been so 
well qualified for sleep by their early rising that morning that 
their personal observations west ot Cleveland are hardly 
worth recording—though it would take little space to record 
them. It was reported that there were hot boxes on some of 
the cars, and that something like half an hour had to be made 
up for delays so occasioned. There are numerous stops at 
railroad grade crossings on this part of the line; but the 
schedule speed is not very great, and the train reached Chicago 
on time—six minutes ahead, some one has said; but this is 
contrary to the practice of the road. The excursionists from 
New York accepted an invitation to make their home at the 
magnificent Palmer House, and the first fast trip was over. 

The title above, ‘“‘ From New York to Chicago in Twenty-seven 
Hours,” is something of an exaggeration. The actual time is 
97 hours and 16 minutes; but how would that look ina title? 
And as in the case in question, the train actually started two 
minutes and a half late, and is said to have reached Chicago 
six minutes ahead of time, the difference is the less important. 
And, indeed, as we steal a march of 55 minutes on the sun in 
going that distance westward, the time seems to be less than it 
actually is, which accounts for the newspaper statements of 
twenty-six hours as the time of the train. 


Twenty-seven hours and sixteen minutes then is the actual 
time prescribed for the new fast mail to make the distance from 
the Grand Central Depot at Forty-second street in New York 
over the New York Central & Hudson River and the Lake Shore 
& Michigan Southern roads to the Van Buren street depot 
in Chicago. The distance by the route actually traveled is 968 
thiles, and not 979, as we gave it last week. The advertise- 
ments of the Lake Shore route and its reports give the distance 
from Buffalo to Chicago as 539 and 540 miles respectively, and 
from the figures given in the railroad guides it is impossible to 
ascertain what the differences in the lengths of the two loop 
lines—from Elyria to Millbury and from Toledo Junction to 
Elkhart—are ; but a comparison of statements given in differ- 
ent places shows that the old Michigan Southern road from 


while th e northern or Sandusky line 1877. Thus it is only the 
longest of the company’s two lines which is 539 miles long 
from Buffalo to Chicago , the other is but 528 miles. 

Thus 968 miles were to be run by the fast mail in 274 hours, 
Given this problem, we say 968 -- 2724 = 35.52 miles per hour ; 
and there we have it, and it is not much of a task either. Dut 
this is not a fair statement of the problem, which was, rathor, 
given the 274 hours within which we must reach Chicago after 
4:15 in the morning, how shall we run so as to distribute mail 
and newspapers by day over the greatest extent of country ? 
This suggesta the true answer, which is, evidently, to run as 
fast as possible until night. 

And this is what the fast train does. Taking the morning 
newspapers as early as possible after publication, it makcs 
the best time it can until about half-past seven in the evening; 
then having the night before it, it slackens its pace for the rest 
of the route, only aiming to reach Chicago at the earliest hour 
at which its mails can be used the next morning. So from 
New York to Cleveland, 622 miles, the average speed, includ- 
ing stops, is 39% miles an hour; while from Cleveland to Chi- 
cago, 346 miles, the average speed is but the merest trifle over 
30 milesan hour. There is no object in running faster after 
leaving Cieveland. If the fast rate were kept up to the end of 
the route, the time from New York to Chicago would be 24% 
hours. 

But it is on the eastern part of the line that the facilities as 
well as the need for speed are the greater. Not only is the 
New York Central & Hudson River an excellent road, but i” 
has tor much of its length tracks for passenger trains ex- 
clusively, and thus the obstruction of slow freight trains is 
avoided; and the Lake Shore & Michigan Southern has an 
almost unsurpassable double track as far as Cleveland: beyond 
that, though there are alternative tracks in both directions, 
for some two hundred miles there is a local traffic in both 
directions on them, and moreover there are more iron rails 
than farther east, where but a short section remains to be re- 
newed with steel. 


As we showed last week, the average speed on the New 
York Central & Hudson River road by this train is about 41 
miles an hour; from Buffalo to Cleveland on the Lake Shore 
road it is 37% miles; on the same road from Cleveland to 
Chicago, 3@ miles. But the latter distance is not travelled sts 
uniform speed: from Cleveland to Toledo itis about 38 miles 
an hour; from Toledo to Elkhart, 31 miles; and from Elkhart 
to Chicago, 26 miles. Thus, on the last division the average 
speed is but two-thirds of that on the 622 miles from New York 
to Cleveland. 


On the New York Central & Hudson River 35 minutes are 
given for stops, leaving 10% hours for the running time—#2 
average of 42.6 miles per hour. On the Lake Shore there sré 
$4 minutes given for stops in the time table, and five other 
stops specified without time, being crossing stops. Altogether 
the stops consume about an hour and quarter, leaving % 
hours as the time the train rans between New York and 
Chicago—an average speed on the road of 37% miles per hour. 

In considering the time made by this train and the 
reflected by it on American railroad management, we should 
bear in mind what American railroads are, and what has beet 
chiefly aimed at in working them. They are, as a whole, # 
is well known, the cheapest railroads in the world, though 
constructed with the dearest labor and materials. They hav? 
had to avoid many constructions considered indispenssble ia 
Europe whose chief use is to keep the road clear, and thus pre 
vent obstacles to the rapid movement of trains. The cro 





Toledo to Elkhart is 142 miles long, and the Air Line but 132, 
and the southern line from Millbury to Elyria 78 miles long, 


ings, railroad as well as highway, and in towns as well #8 in 
the country, are chiefly at grade. Curves are numerous 
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shorter than elsewhere, and there are very few 
lines where great speed is not more dangerous 
than on the average European line. But further and chiefly, 
for twenty years great speed has not been a leading object in 
working the roads. Before the panic of 1857 American rail- 
road men seemed inclined to follow pretty closely the example 
of England in speed of trains. Twenty years ago on this very 
line from New York to Albany over which the new fast mail 
runs in three hours and three-quarters, a regular passenger 
train made the same distance in three hours anda half. It 
soon became evident, however, that fast time, especially on our 
imperfect roads, was very costly, and that our railroads must 
carry at low rates. After the panic of 1857, therefore, lit- 
tle more was heard of competition in speed. The 
ruling type of locomotive, which before had been 
designed especially for speed, was greatly changed ; and, what 
is especially noteworthy, the attainment of the greatest possible 
speed has not been the object in designing our modern passen- 
ger engines. The speed in view was that which our trains 
were accustomed to make, and which neither companies nor 
travellers seemed anxious to increase. In England, on the 
other hand, and throughout Europe, speed has been « prime 
requisite, and a special class of express engines has been de- 
veloped to answer this demand, which, whether better or worse 
than our passenger engines, are certainly very unlike them, 
the prevailing, or at least a common, form in England having 
eight-feet drivers. 

What, therefore, we may properly claim and feel some_ pride 
in is, that ona long route, with many grade crossings and on 
rosds much cheaper than European lines, and with locomotives 
designed and constructed and heretofore used for a speed one- 
fourth less, we are able to run trains at good English express 
speed. We are doing their good work—not their best work— 
with roads and equipments only designed for much lighter 
taske, and doing it, apparently, without difficulty. 








The Utilization of Old iron Rails- 





One of the questions which, until recently, was frequently 
asked, in connection with the proposed use of steel rails, has 
given way to quite another, which may yet prove a more 
troublesome one to answer. One was, what can be done, or 
will be done, with the worn-out steel rails when they begin to 
accumulate? and the other now is, what can be done with the 
old iron rails that have accumulated in burdensome amounts? 

There were those who laughed at the suggestion of making 
the worn-out steel into new rails, not knowing the great power 
of the regenerative melting furnace; and so there are now 
those who will wonder and query still more about the possibil- 
ity of using the old iron for making new steel, both for rails 
and, perhaps, for better things, too. 

It is clear that, with new steel going down on our roads at 
the present rate, there is oldiron coming up at an equal or 
greater rate, and further, that most railroads cannot afford 
long to hold the iron in their own hands. It is clear, too, that, 
while a small part of this old iron may be good enough to put 
into common merchant bar, yet fér the greater part of it some 
new use must be found, because of its quality if for no other 
reason. 

To say that a new use must be found, is 
but another way of saying that some new method 
of re-manufacture must be introduced into our mills, on quite 
s large scale, and also of such a nature that the product may 
be offered in exchange for the old materia) itself. 

Whenever the re-rolling of the old iron as iron has fully 


" eessed—and it is most earnestly to be hoped that t soon may 


cease—then, and perhaps sooner, we shall look anxiously to 
see just how trustworthy the newer French methods of making 
phosphorus-hardened rails may be, as compared with the older 
method of hardening with carbon. If these methods—a very 
important if—are really right, then our old iron rails in great 
quantities will go forthwith to the melting furnace—we had 
almost said in spite of their quality—and the embarrassment 
of many of our poorer roads which have no end of old rails, and 
scrying need of steel, but no money to buy it with, will be 
greatly if not wholly relieved. 

It is safe to believe that some one of the ten or twelve open- 
hearth furnaces now running will find it practicable and worth 
While to put the matter to the test upon our own soil at a day 
not far distant. 








Record of New Railroad Construction. 


This number of the Railroad Gazette has information of 
the laying of track on new railroads as follows: 

Portland & Ogdensburg.—On the Vermont Dwision track 
has been laid from West Concord, Vt., eastward 12 miles to the 
Connecticut River. 

Buffalo & Jhmestown.—Extended from Kennedy, N. Y., west 
by south 6 miles. 

Central of New Jersey.—The Long Branch Division has been 
completed by an extension from Ocean Beach, N. J., southward 
{miles to Sea Girt. , 

Alia, Knoxville & Des Moines.—The first track has been 
sid, from Albia, Iowa, northwestward 14 miles to Cedar Creek. 

Wasatch & Jordan Valley.—Extended from Fairfield Fiat, 
Uh, to Alta, 8 miles. It is of 3-feet gauge. 

This is a total of 44 miles of new railroad, making 746 miles 
‘ompleted in the United States in 1875, against 1,025 miles re- 
=" for the same period in 1874, 2,507 in 1873, and 4,623 in 








A Mopzx or a Locomotive was recently shown to us, construc- 
‘thby Mr. Joseph Butcher, of No. 48 Centre street, New York. 
"ia complete working model, 22 inches long, with cylinders 
Aitchesin diameter, of both locomotive and tender. Itis com- 
Piete in every particular, even to such small details as the 

and pet cocks. Even the steam gauge is a working 
Medel, and indicates the pressure in the boiler, which is inten- 


ded to bear 75 lbs. per square inch. The gauge is less than % | line is parallel to the Atlantic & Great Western. About two 
in. in diameter, so that some idea may be formed of the deli- | mil 


An agreement has been ar- 
- z rived at as to the crossing of the Dunlurk, Warren & Allegh 
cacy of its working parts. The pumps, too, are complete in| yaijev road. the Buffalo & estown paying eos: 
every respect, and feed about three drops at one stroke. The euoeig. -_ - oa oe 
whole machine is very well proportioned, and is neatly orna-| (pj & Iowa. 
mented by the builder, who is an ornamental painter by trade,| The Aurora (Ill.) Beacon says that business on this road is 


and never worked ina machine shop. It isa very creditable | so heavy at present that the eet leased 160 freight 
piece of work, and it must have required an immense amount | °#F# from the United States Rolling 8: Company. 
of patience and skill to complete it. Wi & Reading. 


In the suit in the United States Circuit Court brought to 


























































The Great Sault Ste. Marie Lock. foreclose the second mortgage, a somewhat si: fact has 
been brought to light. The company was formed by the con- 
The Cleveland Leader of Aug. 26 gives the following account | solidation, in 1866, of the Delaware 4 Pennsylvania State Line 


of this important work, which will be of great service to the 
Lake Superior trade : 


Work on this grand enterprise was commenced in the 
of 18738. The fioor is now bei laid, the excavation having 
been completed. The lock is 515 feet long by 80 feet in width in 
the chamber, and 60 feet at the gates, with 16 feet of water on 
the mitre sills. Water is — by means of two box- 
culverts, extending the entire length of the lock, each eight 
feet wide by eight deep, with frequent o 8 two feet by 
six for the admission of water into the 7. the lock. By 
this means the lock can be very quickly and without 
“surging.” The floor is of the most substantial kind; s ere 
or , consisting of timbers 12 inches square, are first laid 
lengthwise of the lock at intervals of 10 feet, and are securely 
bolted to the solid rock under} the whole structure. The 
space between these sills is filled with concrete, oes of 
water lime, crushed sandstone and fine sand. Over 
right angles with the sills are other timbers 12 inches square, 

laced within six inches of each other, and securely bolted to 
he solid rock by bolts from five to eight feet long. The space 
between these timbers is filled with cement. Over'the whole 
of this “foundation floor” are spiked two courses of three-inch 
plank rendered as nearly water-tight as possible. 

The mason work is not yet commenced, although the stone is 
being quarried and dressed and will be partl: vered this 
fall. e stone for the facing is obtained at Sagetown, Illi- 
nois, and is poe by water from Chicago. Stone for the 
“backing” will be obtained at some point on the St. Mary’s 
River, probably at Lime Island. In the work of excavation 
— ,000 cubic yards of stone and 90,000 of earth were re- 
moved. 

The cost of the lock will be in the vicinity of $600,000. This 
does not include the excavations and stone work above or below 
the lock. With the exception of some five hundred feet of 
dredging the last named work is not yet under contract. The 
entrance to the canals, the new and the old, will be, when 
completed, about 250 feet in width. Vessels will be able to 
pass through the new lock in less than half the time it takes to 
pass. through the present double lock. 

Boyle & Roach, of Cincinnati, are the contractors having the 
work in hand. General Weitzel, United States Engineer, as- 
sisted by Messrs. Noble and Davock, are the e eers under 
whose supervision the work is — carried on. It will require 
some three years yet to complete the work; but when done it 
will be of the utmost importance to the commerce of the lakes. 


Company, of Delaware, and the Berks & pany, of 
Pennsylvania, the mortgages being executed and the road bailt 
pu an rape to the consolidation. The charter of the Penn- 
sylv: company gave the usual powers to mortgage the road, 
equipment and franchises ; but it now appears that the Dela- 
ware charter limited the power of the company to mortgage or 
pledge its = rty y to the real estate it might acquire. 
msequently it is held that the m es on the road do not 
cover the franchise, rails, equipment, etc., of the 12 miles of 
road in Delaware, and that a foreclosure sale would give title 
only to the real estate, the a over which the road runs, 
with the station buildings and similar Reopers ° 
_ A question as to the jurisdiction of the United States Court 
in the case is to be raised and will er complicate the case, 
It was intended at first to bring the suit in the State court 
but since the decision of the Su; e Court in the Oil Creck 
Allegheny River case, it is held that, under the new constitu- 
tion, there is no court in Pennsylvania which has jurisdiction 
to foreclose a railroad mortgage. 
Erie. 

A London dispatch, dated Sept. 20 says that Sir Edward W. 
Watkins, chairman of the bondholders committee, who was 
recently in this country, has published his report, in which he 
describes the permanent way of the Erie Railway as quite equal 
to the standard in the United States, but the rolling stock, he 
says, is defective. The net revenue of the line is only 21 per 
cent. of the gross seoeiate, and the outetanding debts of the 
moe ge | are equal to about fourteen months’ profits. Sir Ed- 
ward would not raise new capital in oa state of the 
company’s credit, but advises the olders to devote the 
carmings of the line toward Paying off the debts, and to issue 
certificates for the mortgage intcrest. dent Jewett is 
highly spoken of, and the bondholders are advised to support 
him to the utmost. A mem has been signed securin 
to English interests a substantial influence in the managemen 
vd ae om a promnns to place the whole business on an 
n e g 

Sir ward Watkin, in the course of his report, says Mr. 
Jewett speaks — of the probable future progress of 
the net earnings, but he (Sir Edward) postpones an expression 
of his own opinion until he has had an opportunity to inspcct 
the next annual account and balance sheet. Pending or j»o- 
posed litigations with various es involve complicated 
transactions and e amounts. e probable results of these 
Pp the er entries necessary 

lor constructing a balance sheet. He continues: 

‘In the present state of the credit of Erie, the undertakin 
seems to me as impossible as it would be un even if possi- 
ble, to endeavor to raise and remit more capital from England, 
I can recommend no } wn but that of sell-redemption. The 
railway must pay its debts by using that part of its current net 
earnings which the courts may permit to be so appropriated, 
A receivership is the alternative of the time. Foreclosure has 
been threatened. If the latter is to be avoided there must be 
co-operation and control in the working of the former. I ad- 
vise you to accept the receivership as the best alternative, 
under all the circumstances, now possible, And I further ad- 
vise you to rely — the honor, asI feel you may also rely 
upon the anxious labors and full experience, of the President 
and Receiver of the company.” 

In response to a call issued by J. Worden Gedney, a number 
of bondholders assembled at t gentleman's office in New 
York, Sept. 20. The mee’ was private, but it is reported 
that resolutions were pa in favor of a foreclosure of the 
sterling and fifth mo Mr, 
nT Eck on clint cal calenan urporting 
and made an e88, as en to be a 
of Mr. Jewett’s report was presented committee was op 
pointed, consisting of N. B. Lord, B. H. Cheever, 8, P. Dine- 
more, P. N. Mather and ©. A. Keep. The whole alfair is con- 
sidered to be of very little importance. 


New York & Oswego Midland. 


In the United States Cirenit Court in New York, September 
16, counsel for the receivers moved for an adjournment of the 
final hearing until Oct, 2,and also to extend the time for tak- 
ing proofs before the examiners. He further moved that the 
receivers be authorized to surrender the leased branches of the 
road to the various lessors, on the ground that they cannot be 
worked without loss to the trust property. 

This last motion was opposed by counsel representing what 
is generally known as the Utica mittee, who represented 
that the surrender of the leased branches would be an injury 
to the bondholders. Counsel for the Utica, Clinton & Binghan - 
ton and the Rome & Clinton companies favored the motion, 
claiming that as worked at present hose roads were a dead loss 
to the owners, and they should either be surrendered or 





Benwal Railroad Dlews. 


THE SCRAP HEAP. 


Saddle Tanks on Switching Engines. 

The Indianapolis Journal says: “The Indianapolis, Cincin- 
nati & Lafayette Company find that the switching engines built 
at the Grant Locomotive Works with the tank to carry the 
water over the boiler are top-heavy und liable to tip over when- 
ever the ne runs round a curve with any speed, or, as in 
the case of No. 54 just north of the ~—* few i since, where 
the side-track was a little uneven. erefore, the master me- 
= is removing the tanks and adopting the old-style 

mder.”- 

The same objection to engines with a saddle tank has fre- 
—_- been made, especially where the engines are heavy and 

e tanks large. 














OLD AND NEW ROADS. 


ee 


St. Louis & Southeastern. 

A telegram dated Sept. 22, says that at a meeting between 
the managers of this road and the Louisville & Nashville at 
Nashville, Tenn., the preceding day, an amicable adjustment 
of the difficulties between the two —aeene was — upon. 
The war between them has ceased rates from ashville to 
Louisville and St. Louis will be at once raised to the former 
standard. The basis of agreement is not stated. 


Fospenale for Improvement of Oherry Oreek, Denver. 

e ~ of Denver, Col., is calling for ls for building 
a dam and new channel for Ch Cree! that city. The 
dam is to be of timber, about 200 feet long and 30 wide, bolted 
and cemented to the bed rock, and filled with earth from the 
new channel, tamped solid. ‘The new channel begins with a 
20 feet cut, increases quite uniformly, for 1,200 feet, to 43 feet, 
then diminishes to 5 feet, which it averages to the Platte River; 


Soe ts teen eReETEN base ice | Pte Sect eC par tng of the mtn 
OF 6. a receiv: e a. . 
The material, loam, sand and gravel, to be wasted on righ The Court adjourned the further heaton: of the motion to 


Sept. 20, to give time to all parties to submi 
Dividends. 


t of 
, 20 feet of berme to be left be- wetineny. 


the new channel. 


way (200 feet wide) as direc 
tween all waste a: Labor is ag at $1.75 
to $2, teams $3.50 to $4 per day; lumber $18 M 


-| Dividends have been declared by the following $ 
Bids must state price cubic yard hauled, price cubic i 
ard pan egen Nm per 1000 feet iumber meesnred in  ceoe + aay Pacific, 4 per cent. gold, vemi-sunest,pagaLle 
‘ayments made on mon es es, one-half cash 
one-half i city ote at a ft ined a ine. roposals re- peo Car Company, 2% per cent., quart rly, 
ceived un 3 e e may extended. ry 
formation can be éblained rom and proposals must be sent to den & Atlantir, 9% per cent. semi-annual, on both pe 


Harvey C. Lowrie, City Engineer, Denver Colorado. 
Pittsburgh, Washingtou & Baltimore. 

The resignation of Mr. Cohen and the election of Mr. John 
King, Jr., to the pases & this compen are, it is said, 
preparatory ste’ the bi this road directly under the 
management of the Baltimore & Ohio, and also to a considera- A 


ferred and common popes Get. 1. 
Pacific of Missouri (Atlantic & Pacific Company lessee), 1% 
per cent., quarterly, payable Oct. 20. 


ble expenditure for improvements on the road. It has long Scott and A. J. Cassatt, of th lvania ; We. 
been controlled by the Baltimore & Ohio, but its organization 2 — . . my ond B. 1. am of the New 
and management have been separate. or udson River hoping Sk adsworth a 
Mr. R, C. Vilas, repr Erie ny; Mr. J. F. Jey, 
Rome, Watertown & Ogdensburg. Mr. W. B. Strong, and Mr. C. C. Wheeler, of the Michigan Cen- 
This company has for several years been against | tral A . J. N. M Manager of the 
the high valuation put upon its poepesty and the uent | Pitteburgh, Fort he gr & —— yi: Mr. J Cran.p- 
high rate of taxation. Last year the valuations were pet mows ton, General Ereigh Ag t of Great Western Salinas, of 
in several towns by the assessors. This year the company has | Canada, and Mr. John Mr. C. M. Gray, of ihe 
ht suits to compel a reduction in’ the towns, of Bendy Lake Shore Railroad. meeting was for the purpore 
Creek, Richland, Albion and Annsville. A writ of certiorari for | of having a general the t interests 
the review of the assessments has been granted by the Supreme | Of the roads other matters talked over 


Court and made returnable at Utica, Oct. 26. 
Buffalo & Jamestown. 
The track of this road has been extended from the late 








terminus at Kennedy, N. Y., 60 miles south of Buffalo, west 
by south six miles toward Jamestown. From Ke 
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Pitebargh, Fort We - « Ubia Hei “Wichigus Conteh 
a > ? 
Lake Shore roads. The question fh regard to the proprie 
of “pooling” or funding the west-bound busi- 
ness over the trunk lines running out of New York, be- 
tween New York and Buffalo, Suspension Bridge and Pitts- 
burgh, which has been agitated for some time, is said to have 
been taken up. @ gen conversation in regard to 
this question, no’ was acne the absence of Mr. 
Jewett, ver of the Erie Railway. In regard to other mat- 
ters discussed, which were of a general character, the meeting 
is said to have been perfectly harmonious. 


The General Ticket Agents’ Convention. 

The semi-annual mee of the General Passenger and 
Ticket Agents’ Association n in Saratoga, N. Y., Sept. 16, 
there being a large attendance. Mr. D. boyd, Jr., of the 
Pennsylvania Railroad presided. After the usnal preliminary 

roceedings, Mr. A. V. i Carpenter, of the Chicago, Milwaukee 
Y ‘St. Paul, read a paper on the “Ethics of Railroad Manage- 
ment.” . 8. F. Pierson, of the Cleveland, Columbus, Cin- 
cinnati & Indianapolis, was chosen to read an essay at the 
next meeting. : 

Action in regard to the matter of receiving tickets from 
outside parties and companies not members of the Asso- 
ciation, was indefinitely postponed. j ‘ 

The question of reduced rates for the Centennial period of 
six months next year was referred to a committee of thirteen. 
It was resolved to hold the next semi-annual meeting (on the 
seoond Friday in March, 1876) at Jacksonville, Fla. As usual, 
much of the time of the Convention was occupied with the 
semi-annual adjustment of rates, etc. 


A Pacific Railroad Oonvuntion. 

A meeting, largely attended, was held in St. Louis, Sept. 15 
to advocate the immediate completion of a second railroad line 
to the Pacific. Many addresses were made and resolutions 
were calling a national railroad convention, to be held 
in St. Louis, Nov. 23. An executive committee of fifteen was 
appointed, which will issue an address and make the necessary 
preparations for the convention. 


Rockford, Rock Island & 8t. Louis. 

A cable dispatch says that at the meeting of the bondholders 
in Frankfort, Sept. 10, Mr. Osterberg submitted a report and 
statement of his action in buying the road at the foreclosure 
sale. The bondholders approved of what had been done and 
resolved to furnish the money necessary to complete the pur- 
chase and to improve and operate the road, They also author- 
ized Mr. Osterberg to lease or sell the road, or to form a new 
company to work it. Mr. Osterberg is now on his return to this 
country to take the necessary action, — 

It is thought that the efforts now being made in Rock Island 
and Davenport to o: a company to lease and operate the 
road will be as subscriptions to the amount of about 
$500,000 have been promised, 


Pranklin Telegraph. 

The adjourned annual meeting was held in Boston, Sept. 15, 
when the President said that by reason of sickness he was not 
able to present such a report as he desired, but his assistant, 
Mr. Chandler, had prepared a memorandum, which he would 
read. 

The memorandum stated that the receipts for the year end- 
ing April 80, 1875, were $290,156; that additions e to the 
company lines aggregated 653 ; purchase on the Fall River 
line, $4,500; construction of the Springfield & Athol line, 
$1,981 ; construction of the Rye Beach line, to connect with the 
cable, $18,996; sundry loops, chiefly in New York City, $1,173 ; 
making a total expenditure of $26 Since April the Atlantic 
& Pacitic Company had advanced an additional sum of $24,- 
‘733.08 for improvements and new lines. In concluding, the 
memorandum stated that the prospects for the company were 
more favorable than at any time heretofore, notwithstanding 
the loss of Government business and an indeb ess to the 
Atlantic & Pacific, which has now to be provided for. 

After a) a committee to audit the accounts and to 
examine into the present relations with Atlantic & Pacific Tele- 
fo and report on the same, the meeting ad- 

ourned, 


T h from New Orleans to New York. 
For the convenience of the Southern members of the General 
er Agents’ Association who desired to attend the meet- 
ing at toga, a special Pullman Car was run through from 
New Orleans to New York by sy of the “Kennesaw Route.” 
The General Passenger Agent, Mr. B. W. Wrenn, extended an 
invitation to a number of gentlemen who came through with 
him on_ the car, which is said to be the first ever run through 
from New Orleans to New York, — they are run rege 
larly from New Orleans to Baltimore. The time-table for the 
special car was as follows : 


Erie 
and 


Time. 

Leave New Orleans... ....... 4:40 p. m., September 12.. 
“ Mobile oeeceeeel0:35 p. m., 12, 

cocccccccce TLS M., 


seovoccees’e +++--10:46 a, m., 


“ 
“ 


Pots 
BEEBE 


“ New Yor! ogee oe 5:10 p. 


Albia, Knoxville & Des Moines. 

The track is now laid from Albia, Ia., northwest to the cross- 
ing of Cedar Creek, a distance of about 14 miles. The bridgin, 
was all done and the track was expected to reach Knoxville, 1 
miles further, early in October. 


Ohicago, Rookford & Northern. 

Work still continues on this new road from Rochelle, Ill., to 
Rockford. It is being ed up and ballasted and some of 
the . No time has yet been fixed for the run- 
ning of regular 
passed over the 


=a though several excursion trains have 
ro; 
Providence, Ponagansett & Springfield. 

A meeting of the tion was held in Willimantic, Conn., 
— > when committees were appointed to raise money to 


pay for the final survey and location of the road through Con- 
necticut. , 


‘Connecticut Western. 


The Sogn hesinens of this road is said to be increasing very 
fast, and present equipment is not sufficient to do the work. 
New arenes 800 also required to facilitate the movement of 
freight 


sv 


wing com: es will hold their annual mectings at 
the times and ne : . 


places given : 
Buffalo, New York & Philadelphia, at the office in Buffalo, 


N Oct. 6, at 10 a. m. 
onn nion Telegraph, at the general office in New York, 


New Haven & Northampton. 

The — of the binding force upon the com w | of the 
law of last winter requiring the establishment of a epot at 
Planteville, Conn., w the stockholders voted not to accept, 
will shortly be tested. The people of Plantsville have bought 

he necessary land and are proceeding to buiid the depot build- 


396 the order of Dec. 2 


ing as the law required them to do. As soon ag the building is 
ready, if trains do not stop, suit will be brought. 


Chesapeake & Ohio. ; 

Hassler’s Circular of Sept. 17 says: ‘‘A short time since it 
was rumored that the coupons due on the ist of November 
next on the main bonds would be paid, but it is now authori- 
tatively stated that they will not be met.” 


Danville, Olney & Ohio River. 

The directors of this projected road have made an _ agree- 
ment with the Danville & Charleston Company to build and 
use in common the track from the intersection of the two lines 
at Newman, IIL, to Danville. 


Raleigh & Augusta Air Line. 

This company recently tenered a further instalment of $230,- 
000 State bonds to the Treasurer of North Carolina in exchange 
for an equal amount of the company’s bonds held by the 
State. 


St. Louis, Iron Mountain & Southern. 

A car-hoisting apparatus, for the changing of car-bodies 
from trucks of 4ft. 8’4in. to those of 5ft. gauge, is to be put up 
at the crossing of the Little Rock & Fort Smith road near Little 
Roc 


The shops of the Arkansas Division at Argenta, opposite 
~: 100 pa are running full time with a full force of men em- 

oyed, 
P It is said that all the passenger trains are to be fitted with 
air brakes shortly. 
Tyler Tap. 
A general meeting of the stockholders was held in Tyler, 
Tex., Sept. 8, when it was resolved to complete at once the 
section from Tyler north to the crossing of the Texas & Pacific 
road, about ab miles. Nearly enough subscriptions to the 
stock have been secured to pay for the grading from Tyler 
north to Mount Pleasant in Titus County, nearly 65 miles. 
Sanpete Valley. 
Eight miles of the grading of this road, including all the 
heavy work, have been completed, and negotiations are now in 
progress for the iron and equipment. The road is to be of 
hree-feet gauge and will be 22 miles long, from the Utah 
Southern Extension at Nephi, Utah, to Wales, where there is a 
large coal bed which has been already partly opened, and 
where coke ovens have been built and are in operation. 


Peoria & Rock Island. 

The Auditor, Mr. Whitridge, reports the carnings as follows 
for August: 

Freight..... PYYTITITITITITTITTTTLT TTT LITT ii rire rT $20,040 07 
Passenger 

Mails, express, etc 


Total ($333 per mile).........+. 00.000.000800 0000900060 $30,140 87 
Expenses (55.52 per Cent.).....cssesceccsecsecss eccccccccce + 16,735 56 
Net earnings ($147 per mile) $13,405 31 
The net earnings show an increase of $3,229.37, or 31.6 per 
cent., over the corresponding month of last year. 


Oentral Pacific. 


The Central Pacific, like the Union Pacific, has raised its 
annual dividend rate from 6 to 8 per cent., having just declared 
a semi-annual dividend of 4 per cent, As it is payable in gold, 
this is equivalent to 4.65 per cent. in currency at present rates, 
or a little over 944 per cent. annually. 

Philadelphia, Wilmington & Baltimore. 

The recently completed second track from Chase’s to Perry- 
mansville, 12 miles, was put in use Sept. 20, and trains now use 
the double track over the whole line. Another new iron span 
—the fifth—of the Susquchanna bridge at Havre de Grace has 
been completed, and the sixth is now being erected. No more 
will be built this year. The new spans are Pratt trusses and 
are built by the Baltimore Bridge os . 

The Pullman cars running between hivadelphia and Balti- 
more on the ordinary express trains have been discontinued. 
It is said that the travel by them was so light that it did not 

ay, and the express trains have become so long and heavy as 
© make it difficult to make time. Pullman cars continue in 
use on the limited express, which is entirely composed of such 
cars. 
St. Louis, Keokuk & Northwestern. 
The bridge over the Des Moines River at Keokuk was seri 
riously damaged again by the recent freshets. One span was 
moved out of place, and part of the trestle work at the north 
end was swept away. Itis only ashort time since the bridge 
was partly destroyed. 
The Tanner Brake Patent. 

In the suit brought against the Chicago & Northwestern 


-| Company for infringement of the Tanner brake patent, the 


United States Circuit Court has made a final decree reducing 
the amount of —_ * from $63,638.40, the amount allowed by 

, 1873, to $47,725. The railroad company 
has given notice of an appeal to the Supreme Court. 


Oentral, of New Jersey. 


The extension of the Long Branch Division is now completed 
to Sea Girt, N. J., four miles beyond the late terminus at Ocean 
Beach, and 12 miles south of Long Branch. The Long Branch 
Division is now 46% miles oy rom the junction with the 
main line at Elizabethport south to South Amboy, then east by 
south to Long Branch, then south again to Sea Girt. Nothing 
now remains to be done except the connection with the Free- 
hold & Jamesburg at Sea Girt. Regular trains were to begin 
running through to Sea Girt about the end of this week. 


Oil Oreck & Allegheny River. 


In the foreclosure suit brought in the United States Circuit 
Court in Pittsburgh, after the failure of the suit in the Penn- 
sylvania Supreme Gourt, the Court has reached a decision and 
has made a decree under which the agreement made between 
the bond and stockholders, will be carried out. The road will 
be sold under foreclosure and a new company organized. - The 
ns debts, including a number of large claims alleged to be 
fraudulent, will be wiped out by the foreclosure. 


Indianapolis, Decatur & Springfield. 

This company filed its certificate of incorporation with the 
Secretary of State of Indiana, Sept. 15. The capital stock is to 
be $500,000. The line of the road is from Indianapolis west 
through the counties of Marion, Hendricks, Putnam, Parke 
and Vermillion to mea inge with the former Indiana & Illinois 
Central, near the Illinois State line. The name of the new 
company is almost the same as that of the Illinois corporation 
formed by the bondholders of the Indiana & Illinois Central, 
and it is probably the intention to consolidate the two. 

Paris & Danville. 

The Receiver, Mr. James Eads, reports to the Court that he 
has taken possession of the road, the coal mines belonging to 
the company, and also the property of the contractors, H. 
Sandford & Co. The affairs of the company and the contractors 
are so mixed up that it is almost impossible to tell what belongs 
toeach. A weange for $2,000,000 was executed Feb. 1, 1872, 
and under it $740,000 of bonds were issued, all to the vontract- 
ors. No interest has ever been paid on these bonds. A new 
mortgage for $2,500,000 was made July 1, 1878, and the bonds 
issued under the former mortgage were to be exchanged for 








the new issue, but it has not yet been done. The floating 
of the company and contractors is about $900,000. e 
from Danville to Marshall, 52 miles, is in fair condition ; 
Marshall to Robinson it is unballasted and very poor. it 
require $50,000 to finish the road to Lawrenceriie the proposed 
southern terminus. Additional equipment is needed at once to 
enable the road to carry the traffic which can be secured. The 
Receiver asks authority to borrow $100,000, to finish the road 
and buy new equipment. 


Oincinnati & Westwood. 

Work has been begun on this narrow-gauge suburban r 
and it is to be completed by the close of the year. Bivang 
Gallagher, of Brown County, O., have the contract for the 
grading and ties. 

Boston & Albany. 

Notice is given that the bonds of the Western Railroad Com. 
pany, the principal of which is due Oct. 1, will be paid on pre- 
sentation at the office of the Treasurer of the company in Boe. 
ton at any time after Sept. 20, without rebate of interest. The 
bonds in question are the 6 - cent. Western Railroad loan of 
1855, and the amount of bonds outstanding is $665,000. 


Eastern. 


In view of the great depression in the stock and the many 
rumors prejudicial to the company which have lately been in 
circulation, the board of directors has appointed a committee, 
consisting of Gen. D. W. Lawrence, John Cummings and Henry 
L. Williams, to ae a report on the condition of the com. 
pany, which will soon be completed and will be submitted to 

he public. 
Scioto Valley. 


Work is in progress all along the line from Columbus, O., to 
Circleville, and the grading of several sections is completed, 
The ties for the section from Columbus to Circleville are con- 
tracted fer, to be delivered by Dec. 1. The contract for the 
wooden trestles and the road crossings has been let to L.'B, 
Eddy & Co., of Cleveland, this work to be done also by Dee, 1, 
A contract for track laying and ballasting, to be done by Dec, 
15, has been let to J. D. Criley, of Kansas. The engineers are 
4 at work making the final location from Circleville to Chilli- 
cothe. 


Nashville, Chattanooga & St. Louis. 

At the annual meeting in Nashville, Tenn., Sept.’15, a stock- 
holder offered resolutions declaring that shippers from local 
— should not be charged higher rates on the same class of 

eight than those _ on through freight coming from Nash- 
ville or beyond to Chattanooga or points south, and directing 
the officers of the road to revise the tariff on that basis. After 
some discussion the resolutions were tabled. 


Atlanta & Richmond Air Line. 

A meeting of the stockholders was held in Atlanta, Ga., 
14, and continued on the following day. A long and very bi 
discussion was caused by an eftort to rule out the votes of the 
preferred stock, but no final conclusion was arrived at. This 
preferred stock amounts to $1,900,000 and is held by the Penn- 
sylvania and the Richmond & Danville companies. A commit- 
tee was appointed to consult with the committees represen 
the first and second-mortgage bondholders and the prefe 
stockholders and to see whether sone means cannot be devised 
to adjust differences and put an end to the litigation now in 
> The committee consists of Judge O. A. Loc 
eg ——s and R. Y. McAden, and will meet in New 

ork Nov. 1. 


Atlantio, Gulf & West India Transit. 
An iron and brass foundry has been added to the repair 


shops of this company at Fernandina, Fla. The first iron cast 
ings were made Sept. 2. 


Savannah & Oharleston. . 

In the matter of the Savannah & Charleston Railroad Com- 
pany, the South Carolina Supreme Court has decided that the 
writ of error from the Supreme Court of the United States op- 
erates as a supersedeas, and they therefore dismiss the appeal 
of the Controller General from the decision of the 
Judge. The Court say that, evenif the plaintiff had not for- 
feited his writ so that it might have effect as a supersedeas, 
there is nothing to prevent his doing so before the expiration 
of the time allowed by law, for by the act, execution, where a 
writ of error may be a supersedeas, shall not issue until the ex- 
piration of the full term of 60 days. 


Ohicago & South Atlantic. 

At the annual meeting in Chicago last week almost an en- 
tire new board was chosen. It is understood that the new di- 
rectors will at once take steps to secure new subscriptions to 
the stock, pay off the floating debt and go on with the work on 
the road. The floating debt is about $20,000, and subsidies to 
the amount of $350,000 have been voted to the road, to secure 
which, however, a good deal of work must be done. Itis said 
that the new directors bring with them to the company about 
$200,000 in stock subscriptions, 


New Jersey & New York. 

This egy is now trying to sell, through Rollins Broth- 
ers & Co., of New York, the remainder of its issue of $400,000 
first-mortgage 7 per cent. bonds. These bonds were offered 
some time ago, but few of them being sold. 


Kansas Pacific. 

The Land ap tet gay recently sold to an English com 
25,780 acres of land in one body at an average price of @ 
$4 per acre. The land is located in Russell County, Kan., just 
= of the Victoria Colony and about 270 miles west of Kansas 

ty. 

Illinois Oentral. 

The Land Department reports for August sales of 838.39 acres 
of land for $6,621.90. Cash collections on land contracts 
amounted to $11,755.79. 

a Traffic Department reports earnings for August ss fo 

Wwe: “ 

1875. 1874, Inc. or Dec. Pt 

In Ilinois. 707 miles..$508,663 98 $572,108 24 Deo..$63,444 26 It 

In Iowa, 402 miles.... 142,698 45 189,860 74 Inc.. 2,777 Tl ¥ 
Total, 1,109 miles.$651,302 43 $711,968 98 Dec.. $60,066 65 85 

The Illinois earnings are $719 per mile, the Iowa earnings - 
$355, the average for the whole road being $587 per mile. 
Washington & Ohio. : 

The Alexandria jy & Gazette says: “It is understood that 
the negotiations for the transfer of the Washington & of 
Railroad, proposed at the late mecting of the stockholders % 
the company, for the purpose of having the road extended i 
Winchester, and probably beyond, have been suspended, 
but little likelihood of being renewed.” 

Santa Oruz. 

This company has succecded in negotiating a loan sufficient 
to complete an ae the road. A large force has been set 
work with the intention of having the road comple bro 
Santa Cruz, Cal., to Watsonville, before the rainy season seule 


St. Louis & Southeastern. a 
The war between this company and the Louisville a 
ville is to be carried into the courts. St. John Boyle, F 
of the road in Kentucky, has filed a bill in equity in the 
States District Court at Louisville, asking for an inj 


ceive 
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strain the Louisville & Nashville and the Nashville, Chattanoo- 
gs & St. Louis companies from ye pe in rates or other- 
wise sgainst the Southeastern. The bill sets forth that the two 
companies have agreed to carry freight going south of Nashb- 
ville for each other at low through rates, while the oom 


partly completed bridge of the Colorado & Santa Fe road 
was almost entirely destroyed. On the International & Great 
Northern road a number of bridges were carried away and the 
road blocked for several days. e Houston & Texas Central 
suffered considerable loss from the washing of its si and 


Bey a fl —_ at he River, Chef Menteur, the Rigolets, 
Pennsylvania Railroads in 1874. 


















































The annual of the Auditor General of Pennsylvania for 
Jocal rates on all freight coming to Nashville over the South- | river track at Houston, and some damage was also done to the | 1874 gives the ouens stuemente of general results of opera- 
eastern, thereby inj the latter and depriving it of much | Austin Branch. tion and of the condi of the railroads of the State for the 
trade that legitimately belongs to it. Portland & Ogdensb year. As the table, however, includes a number of roads, such 
ensburg. ‘ as the Erie, the Shore & Southern, the Pitts- 
Utah Northern. The track of the Vermont Division has been laid from the | burgh, Fort W: & and others which have only a 
The extension northward into Idaho is being pushed for- | former eastern terminus at West Concord, Vt., east to the Con- =a of ther mileage the State, the are > nd 
ward, twelve miles of grading being already completed, with a | necticut River, a distance of about 12 miles, and an excursion | siderably larger than they would be if the had covered 
large force at work. The yers were thesia putting | train ran from St. ae, the river September 14. The | only the mileage actually within the State. general re- 
down the rails this week. Vermont Division has now 77 miles of track in operation, from | gults are as follows: 
icago, Olinton & Western. the Connecticut River west by north to Johnson, besides four | oso i¢s) stock paid in...........-.+.+ aE Sa penned $432,981,393 50 
oago or five miles of track that was laid trom Swanton eastward two 
A Davenport (Ia.) dispatch says: “ Work on this road has | years ago. = ~  Nepbioe iS 
been suspended. About Too men have been at work and they : BERG SEBD. «000000 eter: 
have been discharged. Mr. Bridges, the contractor under Mr. North Pacific Ooust. =" 
F. E. Hinckley, says that the work will not be resumed until| The locating party on the extension from Tomales, Oal., 99 
Mr. Hinckley can adjust some difficulties he has had with one | northward has reached Freestone. Work is progr on the na 
of the railroads with which he is connected; but it is very | tunnel through Tomales Hill and the north of the hill 87 
likely that nothing more will be done until next spring.” will be begun shortly, the intention of the company ow | to 6 
The track is laid for about 17 miles westward from Clinton, Ia. So = - the — River ready for the by 2 
e time the tunnel is finish 
Wasatch & Jordan Valley. Westie & Renaaia: the 
The extension of this road from the former terminus at Fair- Orcester meres t 978 
field Flat, Utah, to Alta is completed, and a train passed over| A meeting was recently held of the bondholders of this 198 
it Sept. 12. The distance is eight miles through a very difficult | Company, but no definite conclusion was reached and they ad- 839 
mountain country. The extension will serve several large | journed to meet again shortly. It is that the bond- 
mines, the ore from which has heretofore been carried to the | Dolders take the road and extend it from the present terminus 


at Newtown, Md., and extend it across the sula to Swans- 
gut on Chincoteague Sound, a distance of about nine miles. 

t Swansgut a pier would be built out to deep water, and it is 
thought that this extension would enable the road to secure a 
large share of the oyster trade, which is a considerable item in 
the business of the Eastern Shore. The on the exten- 
sion would be very light and it is estimated that it could be 
built for $75,000. 


Rio Grande. 


railroad by teams. In order to prevent trouble from the heavy 
mountain snows, the whole eight miles of the extension are to 
be protected by snow-sheds, at a cost of $60,000. 
Cairo & St. Louis. 

About 400 feet of the embankment and track of this road 
was washed away by the Mississippi at a point about a mile 


above Cairo, Ill., Sept.17. Travel was completely sto 
More of the embankment was said to be in danger. vee 


cle eee eee el et ee i el | Oi A ba eee 446,345 16 
Ohicago, Milwaukee & St. Paul. In Brownsville, Tex., Sept. 7, Charles Andre, a stockholder, ~~ nl toms orale Otiids ana oer uo las rt) 

In 1863, the old La Crosse & Milwaukee Company became in- | brought suit against the company and individual directors, ————__ 
solvent, and in the same year Francis Vose brought suit to re- | alleging fraud and mismanagement, and praying for injunction | Net earnings......... oon eneeeeeseeesserenes seneeeeeeees $54,506,239 67 
cover ® balance due for 10,000 tons of rails delivered to the | to restrain the directors and the owners of first-mortgage bonds 


The number of persons killed and injured by accidents is re- 
ported as follows: Killed, passengers, 16; employes, 179; 
3 540. ured, passengers, 93; employes, 

726 ; others, 328; total, 1,142. 
The frei t carried the year is classified as follows, 


the quantity be ed in tons: Anthracite coal, 29,201,- 
029: ‘bituminous ‘soul, 10,444,087; petroleum and other’ olla, 


company. He afterwards was one of the parties who bought 
the and reorganized the company. He now brings suit in 
the New York Supreme Court to recover the old balance, claim- 
ing that the reorganized company assumed the debts of the old 
corporation. Demurrer was made to the complaint by the 
company, and the court has sustained the demurrer, holding 


on the road franchises, etc., from alienating them ; and also to 
= the company from acting as an agent for contractors 
or the transportation of Government supplies from Brazos 
Santiago to Laredo, Ringgold and Fort Brown; also pra for 
a receiver. The injunctions were granted, and the motion for a 
receiver was to be heard Sept. 11. 


that in the sale and reorganization no provision was made for : 8,882,641; pig iron, 1 658,226 ; iron, 354,633; other 
peying the unsecured debte of the old company. oe ee entered into a contract with Thos. iron or ousting, 1,104,888 ; iron and other wore, Oe 2 = 4 
Sussex. Leighton for the completion of the road from Le Roy to Sala- and bituminous 080 


stone and slate, 2,981,111; ‘agricultural products, 6,027,960; 
merchandise and ven eB. 434,775 ; live stock, 1,827,- 
967; lumber, 5,946,142 ; other articles, 5,147,838. 

@ follo table gives the expenses and net 
earnings of all the roads included in the report, whose annual 
re ee} statements of earnings have not heretofore been 
pu : 


The town of Newton, N. J., has resolved to contest vigor- 
ously the validity of the $25,000 bonds issued to the company 
several years ago. As before mentioned, suit has been brought 
to compel the payment of interest on these bonds, the present 
owner of which is the Lackawanna Coal & Iron Company. There 

ises to be a sharp contest between the company and the 
— but the former seems to have ado rather a 
ey peiiey. The rai accommodations of Newton have 
cut down as muclias possible, trains taken off, and the 
apparent intention isto make the town feel its dependence 


manca, under the provision that a satisfactory arrangement 
can be made with the creditors, and that the city and towns 
exchange the bonds of the company now held by them in order 
to allow of the proposed new issue of bonds. It is also ex- 
pected that the people of Rochester and along the line will 
render substantial aid by subscribing to the stock and buying 
— The road is or nearly all, graded from Le Roy to 
alamanca. 


Gilman, Olinton & Springfield. 
Under the recent order of the Court the books and papers are 





Booas 46 78 178.91 
upon the road as much as possible. Nia now being examined by two sets of accountants, one represent- Diss Bnow Shoe. 274,398 Y 221,060 ...... Rye 
The company has been making a further reduction in the | ing Mr. feoten, agent Uf the trustees, the other Mr. Hinckley, | Bell’s Gap... 43, 38.001 15,824 6,108 64.73 
wages of its employes. Track hands now receive only $1 per | the late Receiver. Two statements will be prepared, one Catasauqua & Fogels- 
day. h d ri h ee ee 90,589 49,900 40,570 3,651 55,29 
each party, and a comparison of the two will then e. 46.01 
Paulinskill Valley. cases of difference between the two will be submitted to the | Cornwall Secpcoeoceoasts 56,815 26,133 30,682 6, 
_Itis proposed to build » railroad from the Delaware River | Special Master, Mr. Prince, who will make up his report and tanec 412,581 285,743 126,888 6,447 60.25 
os Sotenal ia, x p pi nertheass farough the valley of the submit it to the Court for approval. Del., L’ckawanna & West ensue estan Smale “aie eee 
inskill to Blairstown, a distance of about ten miles. Sur-| woijqwankan Taka Share & Western i$ |e OB cccesssecseeseecses 947, y . ’ 
veys of the line will be made at once. Milwaukee, Lake Shore & Western. ) Dunkirk —— Val- 
: : ; In the suit begun by the bondholders, in which the applica-| & Pitteburgh...... eee 968,457 288,071 70,386 8,966 80.35 
Philadelphia & Reading. tion for a receiver was recently granted by the Court, Mr. F. W, | East Broad Top......... 25,570 #687 «1,878 102.23 
It is said that the Quarryville Branch, lately completed | Rhinelander, President of the company, has been appointed Hanover Branch....... + 91,187 55,685 —<_ 3019 oe.13 
from Lancaster to Quarryville, wiil soon be extended from the | Receiver. The road, which was completed in 1873, runs from | STORTOR.... >»... +++s00 q 14,559 04 4 





ton 38,206 43.85 
Little Saw Mill Run...... 100,664 46,656 53,908 33,551 46.33 
Littlestown........s000+ 
Lawrenceville & Ever- 


latter place southeast about 10 miles to a connection with the 
ttom Railroad near Oxford. 
Astatement published in several papers to the effeet that 


Milwaukee, Wis., northward parallel and near tothe west shore 
of Lake Michigan to Manitowoc and thence westward to A 
ton. It is 120 miles long and has besides a branch six e8 







































































































































































eoccce © 170 713 913 
the company was negotiating a new loan in England is contra- ag from Manitowoc north by east to Two Rivers. The funded | muncy Oreek........... 10,291 i908 2,908 1,583 17.50 
dicted by authority of the company. debt consists of $3,000,000 first-mortgage 7 per cent. gold bonds, | Montrose .........+++++- 14314 «14,523 920 OTT 
Som The interest on the bonds has been in default since December, | Parker & Karns City 129,188 83 48, 79,215 
aanet, tatement of earnings has been published for some | Pit Hole Valley.......... 510,186 4.801 BOL 174.9 
1873. Nos g 
Work is now progressing rapidly on the extension of this| time. An arrangement was at one time to lease the road | Pittsburgh & Castle 
toad northward from the present terminus at Madison, Me. to the Wisconsin Central, but it was not carried out. hong % 482,414 86,867 = B95,54T ..-0-. ovate 
Atlantic, Mississippi & Ohio. The Oonnecticut Railroad Commission. POROMMAO. cvesacesare se 33,320 22,807 10,493 1,900 68.76 
The machine shops of this road at Lynchburg, Va., took] The Commissioners are now making their regulas annual TIO. 2c ccccccveccece oe. 988,464 201,450 187,014 12,095 61.86 
fire oon LJ ociock i ~~ morning of or a of _ inspection of > fame v x Se State. = week ay aere ® Deficiency. 
spread shops were comple troy: over and exami e New London North e Nor- 
Sthort time, with all the tools encbinenp aah matetiele wich & Wansnstin, the New York & New England and the Con-|, The mileage owned, stock and debt of these lines were as fol- 
Seat exertions on the part of the firemen and employes of the | necticut Valley roads. lows : Funded Float'g 
the round-house, with the engines in it, was saved. F A : 
. . Louisville, Cincinnati & Menge. | Som. Debt. ‘Debt. 
Elisabeth, Lexington & Big Sandy. Receiver Gill reports for August se follows: Bachman Valley...... .-+ skit 2 seat tum... 
a of ale soot, oe Mes in Fagot County By. (about 12 Didatnen Wilts Bence aconccccsernnsbiccoscesecensoaes oes $197,508 80 | Sclatbdvesentbed eel ne. ee _ ote 
miles), was sold at sheriff's salc, Septem satisfy | Receipts from all sources sknchdosetadsees sabeiteib Las ten » 116,089 17 oa tee nrenoaaee . y 200,000 $15,000 
$ for damages obtained in a local court.’ Gen. Leslie | ©°°P* trom all sources Hens aon nd pig = 
the holder of the judgment, bid in the property for $5.} —~_ Total.......s.s.ssssssccssccseseeseees cvbde Péews Ons 0 41 300,000 ensene 
Indianapolis, Bloomington & Western. Disbursements during month .......... se reeeeeeeeersones _ ae © 1200000 ~~ 
afl ased by o pases of bondibchiers. hen heen, tomed Balance to September ..... pep ceccovereepeencescongeps ONE Ne ae 23,500,000 6,951,200 126,838 
Meeting of the first-mo e bondholders [) a of | Dunkirk, 
theoffie of the Railrosd Bosdholders’ Association, No. 162 eaten hn On titres 1,900,000 3,200,000 a,048 
Broadway, September 30, at 12 noon. Parties interested are jones $95,615 fae 988,000 197,437 
to communicate with William D. Osborne, No. 152 Freight Seed sosvetsecedentbeseveeteibalesusbee SEMEN 200,000 900,000... 
Broadway, New York; L. H. Alden, Passaic, N. J.; Jesse Peck, | Other sources .........-...... sss, manent y somemeeihehl t 100,000 70,000 4708 
ranetectady, N. Y., or W. N. Murphy, Fr m-Main, Ger- —_— 34950 «= 0,000——iw. 
Many, A full statement of the condition of the company is} Total earnings ($345 por mile) ........+. +++ seveeeeee+ $79,197 64 10000 «1. 
at the meeting. Operating expenses (86.25 per cont.)......+seee0++ seceeesece 68,824 20 124,100 199,800 
Hennibal & St. Joseph. Not earnings ($48 per mile). -..++0++00++ aati sill 10 
Messrs. William H. Swift, Sidney Bartlett and Nathaniel | Rent paid vitts., Cin. & St. Louis Co,.......+..++++ 
, trus advertise for peopesals for the sale to them|_“ “Elizabeth, Lex. & Big Sandy 
0f $90,000 of the land bonds of the company, in accordance with | Deficit operating (ue tae anise pepnsepod 
ns of the mortgage. Proposals may be addressed | 9.4, ta, ween ie Fe cea Aa 
» H. Swift, at Ward, Campbell & Co.'s, No. 56 Wall RENN. bncocesscenathetsediaamennebanas 
treet, a York, - to dao Wrastocs at the siice hed their agent, 
Chatlen erriam, No. ears Building, n. ee 
be received up to Se tember 27, and will be opened the Net balance .........cseceeeeceseesecoees eoecceseoseces $3,787 32 | In some cases, as of the ware, Lackawanna & Western, the 
Wrustees at their office in Boston, September 28, 





Which is only $16 per mile of road operated. 


New Orleans Pacific, 

At a meeting held in Baton Rouge, La., recently, it was re- 
solved to offer to grade and tie the road from Baton Rouge to 
the Amite River; about 12 miles, on condition that the com- 
pany adopts the route by way of Baton Rouge. 
dria, 








Oentral, 

of the extension to Pembroke has been finally set- 
Willrun from Renfrew by way of Eden and Bnake 
Muskrat Lake, then along the lake and Muskrat River 


"8 Bridge, thence southwest to the Ottawa, and 
that river to Pembroke. 


Storm. 


Severe storm of rain and wind passed over Eastern 
week, doing much damage to the railroads of that 
‘The worst effects of the storm were felt at Galveston, 
alist exposed by its location to such visitations. 
damage to the city by wind and h water, the 
ge of the Galveston, Houston & Henderson road 
ox wes nocben re or six places, two age 
iven thro t at one int, makin; a 
» The track om te low a west of fae ey was 
and made impassable for several miles. The 


























e contractor has begun work on the near Alexan- | of 
La., with a force of 300 men, which is to be increased as 
fast as circumstances will permit. 


New Orleans, Mobile & Texas. 

A careful examination has recently been made of the numer- 
ous Pe bridges and trestles on the line between New Orleans 
and Mobile, and they have all been pronounced safe. In order, 
however, to make the road as safe as possible and to save the 
cost of repairs rendered necessary by the rapid decay incident 
to the climate, it has been resolved to fill up the smaller tres- 
tles wherever practicable, and the work has already been be- 
gun. Tron bridges have also been ordered to replace the pres- 








































of 
Eee ldoe vil one-half the amount of their coupons 
for six years in a new 6 per cent. bond having 10 
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m in cash as 


the company will the other half of each cow 
ee Ld the is of the 


it matures. In case accepted 
will be paid soon. 


July coupon, the first one 
One thing is evident and that is that provision must be made 
the road will suffer 


for changing the gauge very soon, or 

serious loss of trafiic. “Now that the a 6 has 

eek > all Ai — connecting -"% a — ard (4 = 
in.) gauge, w e European to) erican 6 

retains the 6 ft. 6 in. track. 


The Hoosac Tunnel Line. 

The Manager reports that the receipts of the tunnel and 
State road for July were: freight, $2,766; passengers, $2,008; 
total, $4,774. The expenses were $8,370, of which $2,744 were 
for salaries and wages; net earnings, $1,404. The traffic through 
the tunnel is, of course, light, and must continue to be so until 
the oem, the tunnel and the rebuilding of the approaches 
are finiat : 


rtanburg & Asheville, 

President of this company states that, according to the 
latest surveys and.estimates, about $710,000 will be required to 
complete the grading of this road from Spartanburg, 8. C., to 
Swannanoa Junction, N. 0., in addition to the work already 
done. By the improved location of the mountain section only 
one tunnel, 165 feet long, will be required. The company. has 
county subscriptions of $150,000 from Union, of $100,000 from 
Spartanburg County, 8, C., and of $100,000 each from Hender- 
son and Buncombe counties in North Carolina, besides private 
subscriptions of $100,000. Deducting amounts now due on con- 
tracts, there is. about $500,000 available for the work. The 
Henderson and Buncombe: subscriptions, however, are only 
available for the work in those counties, 


American Railroad Bonds in Switzerland. 

A consul writes from Switzerland: ‘American Government 
securities are largely held’ in Switzerland, and American rail- 
way bonds are almost Cores, from the market. All con- 
fidence in the latter securities is lost; nor is it much to surprise 
one, when it is remembered that foreign capital to the amount 
of hundreds of millions of dollars is lying in American railway 
bonds, and not drawing one cent of interest. Investors here 
have not lost faith so much in the resources of America as they 
have in the common honesty and uprightness of the managers 
of American roads; and I: doubt very much if sufficient money 
could be borrowed in Switzerland oer build a single mile 
of American railway. There is an abundance of money here to 
lend, but those holding it are discouraged from investing in our 
railway securities.” 

Railroads in Brasil. - 

An English paper says: “At the close of 1874, Brazil had brought 
8364 miles of line into tion, and the construction of 
1,034% miles more was on hand. These new lines - have now 
reached such an advanced stage that it is hoped and expected 
that they will shortly be ready for traffic. Further, 2,392%4 
miles more have been conceded, so that Brazil has either com- 

leted, undertaken, or mapped out 4,263) miles of line. The 

srezilian Government has decided in principle that new lines 
called for in the interest of the tational defence shall in future 
be constructed at the national cost. Other lines will be con- 
structed, if they are constructed at all, by private individuals, 
to whom Brazil will guarantee a minimum interest of 7 per 
cent. perannum. In order to carry out these principles, the 
Brazilian Government has solicited from the Brazilian Legis- 
lature authority to conclude a loan of £6,000,000, with a view to 
the construction of a strategic railway directing itself to the 
province of Rio Grande do Sul. Several concessions have been 
granted besides of other lines, which are to receive the pro- 
posed minimum guarantee of interest.” 


Western North Carolina. 


The report of the East Tennessee, Virginia & Georgia 
Company thus sums up the condition of the affairs of this road : 
“ Referring to the remarks contained in the Jast annual report 
of your board of directors, in regard to the. legal impediments 
and obstructions, megerny By a the North Carolina Rail- 
road Company from building the Western North Carolina Rail- 
road to a junction with your Morristown Branch at Paint 
Rock, which the former company was under contract obliga- 
tions with your Company to do ; we have to state that the aii. 
culties then existing haye been continued and augmented by 
additional litigation at the hands of the stockholders and con- 
struction bon ers of that company to such an extent as to 
make 1t highly probable that it would never be permitted to be 
carry ‘out contract. 

“Seeing this, 
been a beneficiary in the purchase of the Western North Caro- 
lina Railroad as owner of three-fourths of the capital stock in 
the North Carolina Railroad Company, acting through its Legis- 
lature, passed a bill having for its object the purchase of the 
Western North Carolina Railroad, on account and in behalf of 
the State, ata maximum price of $850,000.. The act provides 
that in case the creditors of the Western North Carolina Rail- 
road declined to accept the amount, then it was the duty of the 
State authorities to appeal from the decree of foreclosure which 
had been rendered by Circuit Court of. the United States in 
North Carolina, to the Supreme Court of the United States. 

‘* After carefully considering the delay that would have re- 
sulted from such a course of action, your board and the other 
creditors decided to accept the terms offered by the State, 
and the contract with the North Carolina Railroad Company 
was canceled, and a sale of all the interests made to the State 
of North Carolina. ' 

“The act referred to created a ting of 
the Governor and Messrs. Armfield the two lat- 
ter being the respective Speakers of the Senate and the House 
of Representatives of that State. : 

“Tt authorizes the creation of $850,000 of 7 per cent. bonds 

fifteen years, to be issued by said commissioners in the 
name of the Western North Carolina Railroad Com » and 
secured by a first-mortgage lien on all the property and fran- 
chises of said road (of, which there is now completed and 
opens 115 miles). It requires one-half of the net proceeds 
of the road to'be in the Treasury of the State to meet 
the interest oomrulnig on the bonds semi-annually, and directs 
the State Treasurer to supply any deficiency that may arise 
out of the common fund, and, further, makes the coupons o 
said bonds receivable in payment for all taxes and other dues 
to the State. The other of the net proceeds of the road 
is to be applied toward the extension of the road to Paint Rock. 
It furthermore appropriates the convict labor of the State to 
be used in the construction and extension of the line to Paint 
a This labor is to be guarded, clothed and fed at the 

a e. 

+ nde the contract made with the Commissioners acting 
for the State of North Carolina, they are bound to proceed to 
construct and ee a the road to t Rock as rapidly as may 
be practicable, and to commence operations as soon as a cle 
title is obtained by the foreclosure sale then pending under te 
decree. This sale has recently been consummated, and 
State is now in possession and promises to work at 

The bonds and m e, with the usual foreclosure provisipns, 
are being prepared, and will be ready probably within tfirty 
days, when your y is to receive in payment for its 
est about $233,000. These bonds should, and we beliey 
be a first-class security, being less than $8,000 per mile 
now comple and when the State fulfills its engage 
extend the road to Paint Rock, will be only $4,500 per 
completed road.” 


Tae road to be built, from Old Fort westward to 


the State of North Pg Ba was to have 


commission, consis 
Ro 








and thence northwest to Paint Rock, is about 60 miles long. Be- 
tween Old Fort and Asheville thére is some difficult work; from 
the latter fey it follows down the valley of the French Broad 
River, and the grading will be comparatively light. 


Texas, Mississippi River & New Orleans. 

It appears that there has been a conflict of jurisdiction as to 
the possession of certain property belonging to the Chicot & 
Monticello line of this company. The Little Rock Gazette says: 
“The sheriff of Chicot County had held the custody of the 
rolling stock and road fixtures since March last, under process 
of execution from the Pulaski Circuit Court, in favor of Gen. 
T. P. Dockery and others, and that under the process they had 
sold the property. Then certain parties claiming the yes; 
in the name of the Receiver su uently appointed by the 
United States Court, attempted to take possession of and move 
it away; which proceeding was —— resisted by the 
county officials. Affidavits were then made certain parties, 
upon which writs were issued by the United States Court for 
the arrest of the Chicot officials and Gen. Dockery, for con- 
tempt.. A hearing under the writ will be had before Judge 
Caldwell in a few days.” 


Clover Hill, 


The Richmond (Va.) Whig —: In consequence of a dis- 
agreement between the Clover Hill Railroad Company and the 
Richmond & Petersburg Railroad Company, the tormer will 
hereafter run its own cars from the Chesterfield coal-pits to the 
landing at Osborn, on James River. The Clover Hill Company 
have already made arrangements for additional freight cars to 
meet their requirements. The company in former times con- 
ducted their business independently of the Richmond & Peters- 
burg Railroad Company.” 


Memphis & Oharleston. 

This company has resolved to accept the terms of the tax law 
of 1875, and to pay to the State of Tennessee the annual tax of 
1% “ome cent. on gross earnings, in lieu of all other taxation. 

The City Council of Memphis, Tenn., has granted the com- 
oy the authority which it asked for to extend its track through 

he city to the levee and erect an elevator there. 

In order to avoid an injunction from property owners in the 
streets through which the new track passes, a large force of 
men was ool the material got ready and the track was 
ny" | put down on the night of September 12. A car poet 
over it on the morning of September 13. The new track will 
at once be put in good order and used. 


Port Dover & Lake Huron. 

The road is ormgeenes from Woodstock, Ont., to Norwich, 
about 20 miles. The grading is nearly all done, and track is 
being laid both from Norwich and Stratford. 


RAILROAD LAW. 


to Employes. 


sland & Pacific Com- 


The Iowa Statute Relating to Injury 
In Deppe against the Chicago, Rock 
pany, on epee , Which was an action brought by a laborer on 
a construction train to recover damages for injury received by 
a bank caving in and falling on him, the Iowa Supreme Court 
held that the law providing that a pang ove is liable for dam- 
ages for injury sustained by any person, including employes, in 
consequence of neglect or mismanagement of any employe or 
agent of the company, is not in conflict with any provision of 
the constitution of the State. The court also held that the em- 
ployment of the plaintiff comes within the meaning of the term 
‘engaged in operating a railroad.” The jury must determine 
trom the evidence whether there is negligence on the part of 
the employe or agent who directed the work in which the 

plaintiff was employed. 


Lost Season Tickets. 

In the case of Cresson against the Philadelphia & Reading 
mp, the plaintiff had a season ticket stolen from him. 
He tendered indemnity and demanded a ticket for the unex- 
vired term. The company refused to give it, and he proceeded 
{6 nde on the road without a ticket, and was for that cause 
ejected from the cars of the defendant. He then brought suit 
against the company in the Montgomery County (Pa.) Circuit 
Court, but the Court decided against him, holding that the 
conditions printed on the ticket set forth that the company 
would not issue another in case of loss or destruction of the 
original ticket, that the plaintiff must be presumed to know 
that that was one of the conditions under which the ticket was 
issued, and that therefore he could not recover. 


Police Powers of Oonductors. 

A law now in force in Indiana provides that the conductors 
of all trains carrying passengers shall be invested with police 
powers while on duty on their respective trains. 

When dny passenger shall be guilty of disorderly conduct, or 
use any obscene language, play any games of cards or chance 
for money upon any passenger train, the conductor of such 
train is authorized to stop his train at any place where such 
offense has been committed, and eject such passenger from the 
train, using only such force as may be necessary to accomplish 
such removal, and may command the assistance of the em- 
prapes of the railroad company to assist in such removal, but 

efore doing so shall tender to such passenger such proportion 
of the fare he has paid as the distance he then is from the 

lace to which he has paid his fare bears to the whole distance 
or which he has paid his fare. 

When any passenger shall be guilty of any crime or misde- 
meanor upon any passenger train, the conductor of .such train 
may arrest such passenger and take him before any justice of 
the peace in the county in which such crime or misdemeanor 
is committed, and file an affidavit before such justice of the 
peace, charging him with such crime or misdemeanor. 


Conditional Grant of Right of Way. 

In the case of Gray against the Burlington & Missouri River 
Company, the Iowa Supreme Court held that where the owner 
of real estate has granted the right of way to a railroad on con- 
dition that the company shall erect and maintain certain cros- 
sings, and the company has accepted the grant, it can not 
avoid liability to perform such conditions by a subsequent 
condemnation of the right of way under the provisions of the 
statute. 


Validity of Tax in Aid of a Railroad. 

In Ryan against Varga and others, the Iowa Supreme Court 
holds that where township trustees have passed upon the 
sufficiency of a petition calling for an election to decide the 
question of levying a tax in aid of a railroad, and the election 
has been ordered, the tax voted and levied, the validity of such 
tax cannot be attacked on the ground that the petition was not 
signed by one-third of the tax-payers, asrequired bylaw. Such 
action remains conclusive, until set aside or reversed, by writ 
of error, certiorari, or other direct proceeding provided by law. 


Ohio Laws Relating to Railroads. 

Atits last session the Ohio Legislature passed the following 
laws relating to railroads: 

An act to amend the law of Dec. 15, 1852, provides that any 
railroad company may, by the vote ofa majority of the stock, 
increase or diminish the number of directors, provided the 
number fixed upon is not less than seven, or more than fifteen. 

An act to amend the law of April 15, 1867, provides that with- 
in 30 ere after the receipt of freight or express packages at any 
depot, the owners thereof must be notified either by personal 
notice or by mail. Lists must be kept of all goods, baggage, 


etc., which cannot be delivered owing to failure to find owners, 
refusal to pay charges, or neglect of owner to receive them’ 
The lists must contain a description of packages, marks etc, 
and record of the place where deposited. If notice is given a3 
above, the owner being known, or by public advertisement for 
ten days in a ee when the owner is unknown, and the 
packages are not claimed, the company may bring suit to re- 
cover charges and the property may be sold to pay such charges: 
if goods are not claimed within 10 days after notice i; 
= they may be stored and storage charges added to freight, 

f not claimed within six months goods may be sold at public 

t or warchouss 
ere and not sold, 
any place deemed 


auction. The sale must take place at the de 
where the goods are, but if they are offered ti 
then the company may take them for sale to 
best. Thirty days’ notice of sale must be given by posting 
three notices in public places, besides one at the depot or 
warehouse and by advertising in two papers in the count 
where the sale is to take place. The owners of the goods ma 
recover the amount received for the same, less all costg an, 
eee at any time within one roe after the sale, on making 
roofs of ownership. Perishable property not claimed atter 
due notice may be sold at private sale. All sums unclaimed 
after one year shall be paid into the State treasury for account 
of the school fund, but may be reclaimed from the State by the 
owners of goods at any time within five years. Penalty for 
violation of the act is a fine of not less than $100, or more than 
$500. Any person embezzling or disposing of property or 
breed held under provisions of this act shall be held guilty of 
arceny, 

Another act makes it a misdemeanor, punishable by not less 
than $10 fine and from five to thirty days’ imprisonment, for 
any person to ride or drive a horse or other animal upon the 
track of any railroad which is inclosed by fences and cattle 
guards, as overt by law, except at a highway or a private 
crossing. At crossings animals must not be allowed to remain 
on the track longer than is absolutely necessary to cross, In 
constructing a private crossing the rails or ties must not.be 
interfered with and nothing must be left on the track which 
would interfere with the passage of trains. 

Another act authorizes the votes of absent stockholders to 
be cast by proxy in all cases. 

Another act provides that when the majority of the stock of 
a company votes to extend a road, a certificate giving location 
of such extension, and attested as required for certificates of 
incorporation, must be filed with the Secretary of State and 
the extension shall be regarded as part of the original road, 
The vote on the extension must be taken at a meeting of 
stockholders called for that purpose. ; 

Another act amends the procedure in the assessment and 
collection of compensation to owners of private property. con- 
demned for the use of a railrord, as laid down in the law of 
1872. It relates mainly to details of procedure. One section 
srovides that a company may condemn any unfinished road- 
ed, owned or claimed by another company, provided the same 
has remained unfinished and without the rails being laid for 
10 years or more. In case the company shall survive and 
shall prove ownership, the value of the property shall be fixed 
bya jury, as in cases of other property. 

Another act amends the laws of 1867 and 1869, and provides 
that application may be made to the Court of Common Pleas 
to wind up and dissolve a company by a majority of the di- 
rectors, by holders of not less than one-third of the stock or 
by directors or other officers upon authgrity of a majority of 
the stock, or when the purpose for whiq@the corporation was 
organized has wholly hailed, been abandoned or become im- 
practicable. 

Another act exempts from the operation of the law fixing maxi- 
mum rates of fare and freight roads not exceeding 12 miles in 
length, and roads under construction whose earnings are less 
than $4,000 per mile per annum, A road must not remain un- 
completed for more than five years. All actions against such 
roads for violation of the law, — before the passage of this 
exemption act, may be maintained and penalties recovered. 

An act to amend the mechanics’ lien law provides that if any 
sub-contractor, employe or person furnishing material for a 
railroad, or other structure, shall fail to receive pay from the 
contractor, he may file with the corporation or its agent a 
properly attested account. The vag eye shall then retain, 
out of any subsequent payments to the contractor, the amount 
due for the labor or material furnished for the benefit of the 
person supplying the material or performing the labor. 


injation to Ohildren on Track. 

n the case of Isabel against the Hannibal & St. Joseph Com- 
any, as reported in the St. Louis Central Law Journal, the 
onveni Supreme Court laid down the following rules : 

1. It is the duty of a company to exercise ordinary care and 
watchfulness to avoid injuring persons on the track. 

2. The track is private property, and persons have no right 
upon it except at crossings; hence the employes of a company 
are not required to exercise as much care when running 
through open country as at a crossing. 

8. Where the railroad is built close to a man’s house and the 
employes know that the family are in the habit of crossing the 
track for water, they should exercise increased vigilance to 
avoid injuring children; the rule would be otherwise as to 
adults, who should use discretion. 

4. If the plaintiff has been negligent, the defendant is only 
liable when he omitted to exercise proper care, after becoming 
aware of plaintiff’s danger. . 

5. Where the employes see an object on the track which 
they might, by close scrutiny, perceive to be a child, in time to 
avoid injuring it, a failure to recognize the child and stop the 
train will make defendant liable, even though those in charge 
of the child were negligent in allowing it to go on the track. 

6. It was not error to refuse to instruct the jury that they 
should find for defendant in case they believed from the evi- 
dence that negligence of those in charge of the child caused 
or materially contributed to its death. 

7. Where the law requires a track to be fenced, a failure to 
fence is negligence. ‘All the surrounding circumstances must 
be considered; in some cases prudence would require more than 
the strict letter of the law demands. f 

8. Where, by neglect of the company, a certain place is more 
than ordinarily dangerous, employes must exercise & Corres 
sponding degree of caution. , : 

9. Whether a company is liable for injuries to a child et 
gets upon the track where there is no fence, without proof o 
other negligence of the company, was not decided. 


The Missouri Railroad Law. 

The Central Law Journal says that there is a prospect ae : 
the validity of the late Missouri statute regulating railr 
tariffs may be determined in the courts at no very distant day. 
Anagent of the Atlantic & Pacific Railroad Company has pore 
indicted for violation of the law, and it is unders t ae 
case will be contested, on the ground that the charter of the 
company exempts it from such regulation. 


Right of a Director to Purchase a Railroad at Judicial 


Bale. 
A question decided by the Kentucky Court of Appeals god 
course of the famous suit of the Covington & Lexington Cir 
pany against the Bowler heirs was as to the poe of & wee arin 
of a corporation to goog agg the property of that co Po sale. 
in his own name, when the property was sold at judic oe ees 
The Court held that the director’s postion being that o bab soa 
tee, he must, in such a case, be held to have acted as 





for the company, and the suit to recover from his heirs the 
property of the company so purchased was sustained. 
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